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This heavy safe is being hoisted to the tenth floor of a New York office building by a winch operated from 
the same battery which drives this 5-ton G. V. truck. The truck hoists from 8 to 10 safes per day, hatils 15 to 20 
safes per day and covers 8,000 miles per year. 

Even though the truck has long waits it is cheaper to operate and more satisfactory than a three-horse dray 
would be. 

There are over 43000 G. V. Electrics in daily service. ‘The Electric truck adapts itself to winches and hoists 
better than any other. . Interesting data and catalogue 104 on request. 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory 
Long Island City, N. Y. 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and t) 
promote, conserve and protect the corn- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers. 
BA, GG. “WOR. o oydvncd cc decess ..- President 


Traffic - Commissioner, Toledo Com- 
merce Club, Toledo, Ohio. 

Oe SEONG nic vc vcdsacevacvee Vice-President 
Genmiactbees, Freight and Traffic Di- 
vision, Chamber of Commerce, Indian- 
apolis, Ind. 

Oscar F. Bell.. ..... .Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 

Ave., Chicago, Ill. 


David P. Chinblom........ Asst. Secretary 
6 North La Salle St., Chicago. 

National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Trf. Mer., 
American Trust Bidg., Chicago, Ill. 

National League of Commission Merchants 
of the United States. John C. Scales, 
Pres., Chicago, Ill.; R. S. French, Busi- 
at Manager, 90 West Broadway, New 
York. 

Northern Pine Manufacturers’ Assocla- 
tlon. H. S. Childs, Secy., Minneapolis. 

Manufacturers’ Association, in charge of 
traffic of industries located at Sterling 
and Rock Falls. 

TE, MOI So Gut dd 0 don wes 28 President 


We Bee POO. bo cc ke dkvcsiccs Vice-President- 


s 


W. J. Burleigh...... Secretary-Treasurer 
WEE, ETN Goce e's tees’ Traffic Manager 
Sterling, Lllinois. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres,; W. G. Thomas, Vice- 
Pres; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; L. Nicholson, Vice- 
Pres.; W. E. Cullen, Secy. and Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club. -Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 

Traffic Club of Kansas City. Frank M. 
Cole, Pres.; Alfred A. Wild, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
V. G. Shinkle, Pres.; J. W. MacIntosh, 


Secy. 
The Traffic Club of Chicago. J. Charles 
Maddison, Pres.; W. H. Wharton, Secy. 
The Traffic Club of Philadelphia. C. W. 
Bowden, Pres.; Don C. Hunter, Secy. 
The Traffic Club of St. Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy.-Treas. 
The Traffic Club of Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, Secy. 
The Transportation Club of Indianapolis. 
M. R. Maxwell, Pres.; L. B. Stone, 


Secy. : 

The Traffic Club of New England, Boston, 
Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 

The Transportation Club of Louisville. 
oma S. Gray, Pres.; S. J. McBride, 

ecy. 

The "Waaniinortntion Club of Toledo. EF. 
D. Ryan, Pres.; Harry S. Fox, Secy. 
The Traffic Club of Baltimore. J. Frank 

Ryley, Pres.; C. C. Kailer, Secy. 

Transportation Club of Buffalo. F. L. 

Talcott, Pres.: H. G. Gaston, Secy. 


PEE REE: . 


The Traffic Club of Newark. F. B. Stone, 
Pres.; J. J. Kautzmann, Secy. 

The Transportation Club of Seattle. W. 
P. Lockwood, Pres.; F. C. Nessly, Secy.- 
Treas. 

The Transportation Club of Detroit, Mich. 
George E. Clarke, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisco. 
a Finigan, Pres.; Theo. H. Jacobs, 

ecy. 


-The Railroad Club of Kansas, City, Mo. 


George E. Roe, Pres.; Claude Manlove, 
Secy. 


The Traffic and Transportation Club of 
Birmingham, A. W. Carey, Pres.; H. 
H. Knight, Secy. 


The Traffic Club of Minneapolis. F. B. 
Rowley, Pres.; E. O. Fellows, Secy. 


Salt Lake City Transportation 
Julian Bamberger, Pres.: R. BE. 
land, Secy. 


Traffic Club of Milwaukee. George A. 
Schoeder, Pres.; Carl Backus, Secy. 


Transportation Club of Lima, O. Lioyd P. 
ee Pres.; D. L. Rupert, Secy.- 
reas. 


Grand Rapids Traffic Club, Grand Rapids, 
Mich. B. C. Leavenworth, Pres.; L. M. 
MacPherson, Secy. and Treas. 


Transportation Club of Peoria. Dan 
Mowat, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres. : . F. Doyle, Secy. 

Traffic Club of Erie, Pa. Edwin H. Bro- 
villier, Pres.;.M: W. Eismann, Secy. 
Los Angéles Traffic Association, Los An- 
Geles, Cal. EB. 8S. Blair, Pres.; C. B. 

Cline, Secy-Treas. 

Traffic Club of. Jacksonville, Fla. 
Fritot, Pres.; Chas. A. Bland, Secy. 

The Traffic Club of Fort Worth. J. M. 
Andrews, Pres.: R. R. Wilson, Secy. 

The Traffic Club of the Greater Dayton 
Association. J. C. Crume, Chairman; 
R. H. Hagerman, Recording % 

The Portland Transportation Club. W. A. 
Robbins, Pres.; W. O. Roberts, Secy. 
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Every enterpfise and every article is judged by Results. 

We are interested in helping you secure satisfactory results (as we have helped many 
others) in packing your goods—not only for economy and convenience in your factory, but 
for getting your goods to customers in perfect condition. 

The above is a photograph ‘showing Hummel & Downing cases giving satisfactory 
results, although they are undergoing a more severe test than the average fibre case will 
receive. This cut shows the cases loaded with 60 lbs. of soap piled fourteen high, on the 


floor of a large manufacturing concern. 


Buy the best when you are in the market so you will be assured satisfactory results. 


Hummel & Downing Co. | Milwaukee 


Chicago’s 
Newest and Biggest 
Storage Warehouse 


Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 


Short hauls for teams of city customers 
and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 


Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 


Phone Canal 5740 


Gravity Coave 
yers 
Conveyers Suitable 


~ all for all © 
urpose?3 Industries 


~ 


Typical illustrations of Mathews Gravity Conveying devices as 
installed for actual use in handling various classes of commodi- 
ties. The Mathews line is universally recognized as standard— 
the oldest and best known. Used and recommended by all lead- 
ing American and foreign manufacturers, wholesalers, shippers 
and warehousemen. Write for catalog. 


MATHEWS GRAVITY CARRIER COMPANY 


BRANCH FACTORIES { Terento, Ont. ELLWOOD CITY, PA. 





As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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Protection for 
Your Holiday Parcels 


Is assured by that useful contrivance known as 
The Safety Trunk. Within the stout sides of a 
Wells Fargo safety trunk even small and fragile holi- 
day gifts may travel in security. 


It is steel-bound. It affords far better protec- 
tion to small parcels than other sorts of small-parcel 
containers. 


Thousands of gift senders are employing 
Wells Fargo’s safe transportation facilities this year 
for the despatch of their Holiday presents. They 
know of the protective value of the safety trunk. 


How of your own parcels? 


Wells Fargo & Company 
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TRANSCONTINENTAL FREIGHT RATES. 


The position taken by Chairman Bartine of the 
Nevada Public Service Commission, in the matter 
of the application of the railroads to be relieved 
from the operation of the Interstate Commerce 
Commission’s Fourth Section order in the Inter- 
mountain Rate case as td certain heavy com- 
modities moving in large quantities to the Pacific 
Coast, is increasingly remarkable. We say Bar- 
tine, because he is not only the leader of the 
opposition to the request of the carriers, but ap- 
parently the only one whose opposition has not 
in some degree abated or become more reason- 
able. On the contrary, he has become more bitter and 
obstinate. At the recent argument of the case in 
Washington he insisted on his “pound of flesh,” 
his attitude seemingly being that the railroads 
had been bad and ought to be punished. As to 
their wickedness in the past he may be right, 
but that is beside the question, and we do not 
believe his position in the case at issue is heartily 
sustained by any considerable number of his 
associates or constituents, or, rather, that it would 
be sustained by the latter if they were as familiar 
with actual conditions as he is. 

As we have before pointed out, it cannot matter 
in the least to the people of Nevada whether a 
particular carload of goods is sent around through 
the Panama Canal to the Pacific Coast, or whether 
it moves over a railroad. The railroads have in- 
sisted, and we think proved, that rates are being 
made by -the ships so low that if the railroads 
are to hold any considerable share of this traffic 


THE TRAFFIC WORLD 


1109 


they will have to do so at rates that pay the cost 
of transportation plus an extremely small profit, 
and that it would be hopeless for them to attempt 
to apply such rates to their entire business. It 
is admitted that it is an advantage to the coast 
terminal cities to have the lower rates, but this 
is the natural advantage they obtain from the 
fact that they are located on the ocean. The low 
rates are given them by the ships and the rail- 
roads cannot prevent it, nor can the people of 
Nevada. The only question to be considered is 
whether the railroads are to be permitted to meet 
that competition and make a little profit out of 
the traffic, which will contribute something toward 
the economical operation of their properties, or 
whether they are to be prevented from doing so 
because they cannot afford to apply the same low 
rates to all other traffic. They are not asking 
permission to increase the rates at interior des- 
tinations and are not asking permission to carry 
rates any higher than reasonable in themselves 
at those points. It would be of no use for them 
to ask for such permission, for the Commission 
could not give it to them under the law. 

Mr. Bartine’s demand for the pound of flesh 
means that he is asking something that will 
not do him or the people of his state a particle 
of good, but he wants it because he thinks it will 
hurt and punish the railroads, in which belief he 
is entirely correct. If the Commission denies 


' the request of the roads the ships will still make 


the low rates to the coast and the railroads will 
be compelled to lose what profit they. might make 
out of their share of that traffic, which will not 
benefit the state of Nevada in the slightest. 

The railroads that cross Nevada are conducting 
the business of transportation, which involves 
transporting goods for the people of Nevada and 
transporting a great many~other goods for other 
people. Rates on all this traffic must be fair 
and reasonable. They cannot be higher than that, 
and are only permitted to be lower than that 
when conditions force it, as conditions often do. 
The rates on Nevada’s ores and other products 
often have to be very low in order to enable 
them to reach their markets. Other low rates 
have to be made in order to enable the railroads 
to compete with the ships, or to enable manu- 
facturers, who must depend upon railroad trans- 
portation, to reach Pacific Coast markets, and 
these rates have been niade by the carriers when 
it has been necessary and when it has been in 
their power to do so, although manifestly they 
could not apply the lowest rate which necessity 
compels them to make on any ton of traffic to 
every ton which they haul. 
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One thing that seems hard for some persons 
to understand is the sometimes startling differ- 
ence between the low rate a railroad can make, 
when it must do so or lose the traffic, and the 
much higher average rate it must earn in order 
to conduct the business of a vast transportation 
plant. The difference between the two is looked 
upon as evidence in itself of the unfairness of the 
higher rate. The explanation is that the actual 
cost of transportation is a small proportion of 
athe entire expense of conducting a railroad enter- 
‘prise. The road of a railway is not like a city 
street, paved and cleaned and maintained and the 
taxes and interest on the investment cared for 
by someone else, so that’ the only expense in- 
curred by one who hauls over it is his vehicle 
expense. The railway has not only this vehicle 
expense to meet, but must also meet all these 
other expenses. Traffic which will pay only its 
vehicle expense plus a small profit must be taken, 
if at all, at low rates, and it pays the railroad to 
do that and employ its facilities so as to earn 
what it can rather than to lose the traffic alto- 
gether. But it cannot take all traffic on a vehicle 


expense basis, and it is not reasonable to expect 
it to do so. 


It was argued by the railroads at the Chicago 
hearing that conditions had radically changed 


since the intermountain communities first made their 
complaints. Many rates to the Pacific Coast had 
been increased and many rates to the interior 
cities had been reduced. In a good mdny cases 
the rates to Pacific Coast terminals, it was urged 
are now higher than rates to intermediate desti- 
nations, instead of lower, and, where the rates 
to Pacific Coast terminals remain lower than to 
intermediate destinations, the difference is not so 
great as formerly. Furthermore, any rate carried 
to the Pacific Coast lower than to intermediate 
points must be shown to be necessitated by active 
water competition, and must be shown to be less 
than a reasonable rate and less than might fairly 
be charged if it were not for the presence of the 
water competition, although high enough to pay 
something over the actual cost of handling, and 
the higher rate maintained at intermediate points 
must be shown to be no more than just and rea- 
sonable in and of itself. 


These are the facts which the rairoads had to 
prove and which they sought to prove at the 
hearing in Chicago. Whether or not they suc- 
ceeded, at least it is true that representatives of 
shippers in Chicago, St. Paul, Minneapolis, Sioux 
City, Kansas City and other points, as well as 
Mr. Elmquist of the Minnesota commission, ap- 
peared before the Interstate Commerce Commis- 
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sion at Washington to ask that the request for 
relief from the Fourth Section be granted and 
that the railroads be permitted to make the nec- 
essary low rates to meet water competition at 
Pacific Coast terminals without being required to 
apply the same rates, or any percentage of them, 
as maxima at intermediate destinations. The peo- 
ple from Spokane, who have been among the lead- 
ing complainants, acknowledged at Washington 
that the conditions were as represented by the 
roads, though at the same time they pointed out 
their own difficulties, arising from the low rates 
maintained by the ships into Portland and Se- 
attle, and hoped that the Commission and the 
railroads would find some way to relieve Spo- 
kane of its troubles, which it was conceded arose 
from the low rates of the water carriers and 
were not in any way increased by the low rates 
the railroads had to make in meeting that com- 
petition. Mr. Jones of the Arizona commission 
conceded that the literal enforcement of the 
former order of the Interstate Commerce Com: 
mission might work a hardship on the railroads, 
and it might be fotind necessary to modify it, 
though he thought the rates required by the 
former order should be tried for a time to deter- 
mine what was necessary. On all hands it was 
admitted that the opening of the Panama Canal, 
which had tremendously increased the force of 
water competition, created entirely new condi- 
tions. Mr. Bartine of Nevada alone remained 
obdurate. His statement was that, even if en- 
forcement of the order proved somewhat unjust 
to the railroads, it would only be a measure of 
retribution for their past sins. 
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Colorado Building, Washington, D. OC. 

The New York Merchants’ Association, New York 
Wholesale Grocers’ Association, the Independent Salt Co., 
the New York Produce Exchange and Milliken Bros., 
representing practically all kinds of shippers in New 
York City, voiced a vigorous protest on Tuesday against 
tariffs filed by all the railroads which lighter freight to 
and from Manhattan Island in New York harbor. They 
appeared before the ‘suspension board to object and to 
force the railroads to explain, if they can, what the tariffs 
which they have filed to become effective January 1 
mean and indicate the extent of their application. 

J. C. Lincoln represents the Merchants’ Association, 
the Independent Salt Co. and the Wholesale Grocers’ 
Association; C. J. Austin, the Produce Exchange; G. A. 
Zabriskie, the flour interests, and C. R. McDarcy, Milliken 
Bros. and other dealers in structural steel; A. S. LeRoyd 
appears for the D., L. & W.; C. A. Blood and T. Clem 
Beck for the Lehigh Valley; E. P. Bates for the P. R. R. 
Co.; Francis La Bau for the New York Central Lines, 
and C. C. McCain for the railroads generally. 
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CURRENT TOPICS IN WASHINGTON 


Commission’s Suspension of Tariffs 
Resulting from Its Suggestions.—The 
suggestions made by the Commission 
in its first decision in the five per 
cent case, as to how carriers might 
increase their revenues, may have 
been helpful to the railroads, but just 
at this time they do not appear to 
have lightened the work of the Com- 
mission to any appreciable extent. 
On the contrary they appear to have 
increased the burdens of the Commissioners. Nearly 
every tariff to which shippers take exception is held up 
as the product of the suggestions before mentioned. The 
bulk of the defense offered by the carriers a few days 
ago, as to the tariffs increasing lighterage rates, cutting 
down free time allowance, and otherwise undertaking to 
make the accessorial services, so-called, in and around 
New York a source of profit instead of creators of ex- 
pense, was that the tariffs were the result of the sug- 
gestions made by the Commission. The burden of show- 
ing that the tariffs are not in accordance with any posi- 
tive views expressed by the Commission is placed upon 
the regulating body. The widely spread reports that the 
railroads are acting in accordance with the recommenda- 
tions of the Commission lead the public to believe that 
the Commission in its suspension orders is reversing it- 
self in such a way as to do hurt to the carriers. J. C. 
Lincoln, in his protest in behalf of the New York Mer- 
chants’ Association, called attention to the fact that, with 
respect to every one of the so-called free services, the 
Commission, in its report, promised further hearings. In 
regard to each he pointed out that such further hearings 
had not been held. He insisted that those promises, or 





statements, are sufficient reason why the new rates, rules © 


and regulations shall not be allowed to go into effect 
January 1. 





Relation of Business Profits to Rates.—In the hearing 
on the complaints of the Buffalo Chamber of Commerce 
in behalf of the grain and flour interests of that city, much 
of the testimony refers to the profits grain merchants 
and millers in Buffalo can or cannot make on the present 
adjustment of rates. The Commission, time and again, 
has decided that it cannot fix rates so as to assure the 
profits of the men in one community or take away those 
of the men of another. The taking of a good deal of 
testimony on that point, therefore, was a bit surprising. 
The fact is that, in the last analysis, the question of 
rates and their relation to each other, it is going to be 
admitted, is a question as to whether the men in this 
community or that are going to be allowed to remain 
in this or that business. That is a view that has been 
boldly stated on more than one occasion, but the Com- 
missioners have tried to ignore the fact that they are 
the arbiters of the question as to where the boundaries 
of each community shall be drawn. Their decisions, ulti- 
mately, are going to be as vital to the communities com- 
peting with each other as the decisions of rate-makers 
of other times, namely, the railroad officials. It is as- 


sumed, of course, that the Commissioners will not be 
influenced by considerations other than those supposed 
to influence the upright judge, but, in the end, it is be- 
lieved, the Commission will fall under the condemnation 
of disappointed communities almost to as great a degree 
as that which fell upon the railroad officials. 





THE TRAFFIC WORLD 





1111 


Work of Suspending Tariffs—J. M. Jones, J. Howard 
Fishback, “Sile’ Smith, Hugo Oberg, members of the 
suspension board, all men of mature years, are uncer- 
tain as to whether they have had a brickbat or a bouquet 
thrown at them by a magazine that referred to them as 
“young $1,500 a year clerks” who suspend tariffs, without 
taking the trouble to consult any of the Commissioners 
before using the rubber stamp which puts the afore- 
mentioned tariffs on the suspension list. They remove 
their hats to show the thinness of the thatch in acknowl- 
edgment of the adjective “young,” but they would seek 
the place of wailing were the disbursing officer to under- 
take to hand them so little as $1,500 a year. They are 
willing to be called young, having passed the point where 
youth is deemed a crime. Seriously speaking, however, 
it is deemed extremely doubtful if those who advocate 
higher rates make any progress by suggesting that the 
Interstate Commerce Commissioners are lazy” or incom- 
petent or afraid to ask Congress for money enough to 
do the work assigned to them in an efficient manner, 
which means in a manner fair to both railroads and 
shippers. 





Commutation Fare Increases.—The Commission re- 
fused to suspend the Philadelphia commutation rates be- 
cause, it is believed, that the negotiations between the 
carriers and the officials of Pennsylvania and New Jersey 
will result in a settlement that will be as good as, if not 
better than, any the Commission might make. The whole 
question of commutation rates is so uncertain that if 
what may be termed local settlements can be made, they 
will make unnecessary any decisions by the federal body 
on the bald proposition as to whether there should be 
two or three kinds of passenger service with rates based 
on the character of service furnished. When commuta- 
tion rates came into existence, during stage-coach days, 
the revenue derived from commuters was just that much 
of a contribution toward keeping up the through service. 
In those days commuters rode in the through coaches, 
which is something they are not doing to-day. The com- 
mutation train is a special. Whether it contributes some- 
thing toward the maintenance of the through service 
or whether the through service contributes something 
to the maintenance of the commutation service, is a 
question that has never been definitely asked and there- 
fore not definitely answered. It is faster than the service 
of competing electric lines, therefore it is suspected the 
managers of the steam roads believe they can retain 
enough of the business to make worth while the increase 


‘in rates. But it is suspected that the increases are made 


with a view to furthering the request for authority to 
increase freight charges by persuading those who are 
asked to pay more for their daily rides to advocate the 
increase in freight to the end that the railroad managers, 
when the freight increase has been brought about, will 
voluntarily return to the old basis of low commutation 
fares. Another suspicion is that there is a hope on the 
part of the railroad managers that this increase in com- 
mutation fares will induce city and suburban members 
of state legislatures to vote for a repeal of two-cent-fare 
laws, so as to enable the railroads to bring intrastate 
passenger fares, other than commutation, to higher bases. 
Inasmuch as the Commission has allowed interstate fares 
to be brought to the 214-cent basis, a refusal on the part 
of the Commission to suspend commutation tariffs is 
regarded by a good many as help from the federal regu- 
lators in the agitation for the repeal of two-cent-fare laws. 
A. E. H. 
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Decisions of Interstate Commerce Commission 


TRANSIT PRIVILEGES 


|. AND S. NO. 439 (32 I. C. C., 38-40) 

TRANSIT REGULATIONS ON GRAIN AND DRIED 
BEANS AT POINTS ON THE MICHIGAN CENTRAL 
RAILROAD. 


Submitted June 26, 1914. Decided Nov. 28, 1914. 


Increased rates on dried beans and grain from points on the 
Detroit & Mackinac Railway to points on the Michigan 
Central Railroad and its connections, which would result 
from the cancellation by the Michigan Central Railroad of 
aa Se and charges applicable to such traffic, not 
justified. 


William W. Collin, Jr., for Michigan Central Railroad 
Co. 

J. K. Hudson for Detroit & Mackinac Railway Co. 

John B. Daish for protestants. 


Report of the Commission. 


DANIELS, Commissioner: 

; Prior to the filing of the tariffs suspended in this 
case the Michigan Central Railroad accorded transit to 
grain and dried beans moving on a joint through rate 
from points on the line of the Detroit & Mackinac Rail- 
way, with which line the Michigan Central connects at 
Bay City, Mich. Until recently there was an arrangement 
between these two carriers whereby grain or dried beans 
originating on the Detroit & Mackinac could be milled or 
otherwise treated in transit at points on the Michigan 
Central and the through rate was divided on an approxi- 
mate mileage basis. 

About July 1, 1913, the Detroit & Mackinac notified the 
Michigan Central that it desired to withdraw from the 
arrangement above mentioned; that it (the Detroit & 
Mackinac) would thereafter demand as its division of the 
through rate its full local rate to Bay City; that it would 
no longer share the burden of transit on grain or dried 
beans. This resulted in a shrinkage of the division re- 
ceived by the Michigan Central out of the through rate 
and imposed upon that carrier the protection of the 
through rate under which transit was accorded. In order 
to prevent in a measure the resulting loss of revenue 
the Michigan Central filed the tariffs under suspension 
in this proceeding. In these tariffs there is a clause to 
the effect that transit will no longer be accorded by the 
Michigan Central on grain and dried beans originating 
on the Detroit & Mackinac, and moving at the joint 
through rate to points on the Michigan Central, or its 
connection. The same clause provides, however, that such 
traffic will be given the benefit of transit when moving 
on the full combination of local, reshipping, or propor- 
tional rates to and from Bay City. Most of the protestants 
are shippers of grain and dried beans located at Saginaw, 
Mich., at which point transit is usually effected. 

The following table shows the joint rates, in cents 
per 100 pounds, on dried beans now in effect from illus- 
trative points on the Detroit & Mackinac to New York 


City, and the through rates made by combinations on 
Bay City: 


Through 
Rate 
on Com- 


From— bination. 


Alpena, Mich. 
Twining, Mich. 
Emery Junction, Mich 


From the same points to New York City the rates on 


wheat and corn are as follows: 


Through 
Rate 
on Com- 


From— bination. 


Alpena, Mich. 
Twining, Mich. 
Emery Junction, Mich 


The reasons assigned by the Detroit & Mackinac for 
withdrawing its assent to the transit arrangements men- 
tioned above are, that the necessary clerical work is 
expensive; that the traffic is not sufficiently remunerative, 
and that conditions on the Detroit & Mackinac do not 
demand that the transit arrangement be continued. The 
Detroit & Mackinac, however, continues to join with the 
Michigan Central in transit on lumber on the basis of 
its division of the joint rate because, it asserts, the traffic 
is important, and the present transit arrangement has 
long existed. 

The Michigan Central, which is the only party to the 
suspended tariffs, does not give any reason for the with- 
drawal of transit other than that mentioned above—the 
shrinkage of its revenues resulting from the demands 
of the Detroit & Mackinac. It is not established of record 
that the joint rates are too low; nor is there any evidence 
as to the reasonableness per se of the rates, exeept the 
assertion of the Detroit & Mackinac that it could not 
profitably continue the transit arrangement, and the as- 
sertion of the Michigan Central that it cannot afford to 
extend transit to shippers on the Detroit & Mackinac 
if it must pay to the latter carrier the full local rate to 
Bay City. The record shows that transit is valuable 
and that business conditions have adapted themselves 
to the existing arrangement. 


Where an existing rate is just and reasonable, we 
are of opinion that disagreement among carriers in re- 
spect to divisions ought not to impose upon shippers an 
increased burden. If carriers are unable to agree upon 
divisions in this case, they may of course bring the mat- 
ter to the attention of the Commission. 

The record does not justify the increased charges to 
shippers which would result from the cancellation by 
the Michigan Central of the existing transit arrangements. 
An order will be entered requiring the cancellation of 
the suspended tariffs. 


Joint Rate. 
23 


ORDER. 


It is ordered, That the carrier respondent herein and 
designated in said schedules be, and it is hereby, notified 
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and required to cancel on or »efore Feb. 15, 1915, the 
rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 


CEMENT RATES FROM OKLAHOMA 


CASE NO. 6068 ; (32 I. C. C., 221-225) 
OKLAHOMA PORTLAND CEMENT CO. VS. ARKANSAS, 
LOUISIANA & GULF RAILWAY CO. ET AL. 


Submitted Jan. 14, 1914. . Decided Oct. 6, 1914. 


Cement rates from Ada, Okla., to all points in the state of 
Louisiana west of the Mississippi River; southern Arkansas, 
and certain destinations in eastern Texas, considered; 
Held, That— 

1. Ada should be put on a 3-cent differential under the Kansas 
gas belt rates to the Arkansas destination points and 2-cent 
differential under the Kansas gas belt rates to the Louisiana 
and Texas points. 

2. The St. Louis, Iron Mountain & Southern Railway Company 
will be required to establish through routes from Ada to 
the destination points on its line to which it operates 
through routes from the Kansas gas belt, and the rates ap- 
plicable via such through routes will be governed as in- 
dicated above. 

3. A carrier may not by rate adjustments reserve the territory 
it serves for plants located on its own lines. Lumber rates 
— ae Louisiana and Arkansas, 28 I. C. C., 471, 
ollowed. 


Will H. Hart and John S. Burchmore for complainant. 

H. M. Garwood for Houston & Shreveport Railroad 
Co. and others. 

Fred G. Wright, Henry G. Herbel and Martin L. Clardy 
for St. Louis, Iron Mountain & Southern Railway Co. 

Fred H. Wood for Houston & Shreveport Railroad 
Co. and others. 

Report of the Commission. 
McCHORD, Commissioner: 

The complaint attacks the carload rates on Portland 
cement from Ada, Okla., to all points in the state of Louisi- 
ana west of the Mississippi River and to points in the 
southern portion of Arkansas and to a few destinations 
in eastern Texas, on the ground that they are in them- 
selves excessive and relatively unreasonable as compared 
with the rates from competing localities, bringing about 
an unjust discrimination against the complainant. As 
an exhibit to the complaint, a statement is filed setting 
forth a list of the destinations, together with the present 
rates and proposed rates which it is claimed should be 
established as reasonable by the Commission. 

After the hearing and argument upon the present 
record, the carriers defendant herein published certain 
tariffs which carried increases in rates to many of the 
points covered in this case. These rates were ordered 
suspended under protest of the complainant herein in 
Investigation and Suspension Docket No. 371. 

In a general way the basis of rates suggested by 
the complainant contemplates a rate @€ 15 cents to most 
of the points in the southern portion of Arkansas and 
northern Louisiana intermediate to Shreveport, to Alex- 
andria, and to Monroe, which points now have a 15-cent 
rate from Ada fixed by this Commission, in Oklahoma 
Portland Cement Co. vs. M., K. & T. Ry. Co., 24 1. C. C., 
158 (The Traffic World, June 29, 1912, p. 1333), and a 
rate of 20 cents to the majority of points in southern 
Louisiana, with graded rates to the points lying between 
the 20-cent territory and the 15-cent territory. To the 
majority of destinations the rates suggested by the com- 
plainant are a differential of 5 cents under the present 
rate from Iola, Kan., and from St. Louis, Mo., but to 
many points the differential resulting from the proposed 
rate would be 2 cents per 100 pounds, particularly in 
the northern part of the territory herein involved, where 
the difference in mileage is less strongly in favor of 
Ada than it is farther south, 
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The complainant is a manufacturer of Portland ce- 
ment, with its plant located at Ada, and to the points 
covered by this complaint is in direct competition with 
plants located at Iola and other points in the so-called 
“Kansas gas belt” and with Harrys, Tex., a point near 
Dallas; also with plants located in the vicinity of Kansas 
City and at Hannibal and St. Louis, Mo., as well as plants 
at Eagle Ford, Tex., and at Dewey, Okla., which latter 
point is near the state line and is included in the Kansas 
gas belt. Most of the destination points are served by 
the Missouri Pacific Railway Co. and its allied lines on 


‘whose rails are also located most of the plants in the 


Kansas gas belt. 

Ada is on the main lines of the Red River district 
of the St. Louis & San Francisco Railroad about midway 
between Sapulpa and Sherman. It is on the so-called 
Shawnee division of the Missouri, Kansas & Texas Rail- 
way between Oklahoma City and Atoka, where that divi- 
sion connects with the main trunk line of that system 
from St. Louis to Denison, Tex. This line of the Mis- 
souri, Kansas & Texas is not a mere branch line, since 
it appears to be a line of good density of tonnage. Ada 
is about 80 miles north of the Red River, 85 miles south- 
east of Oklahoma City, and about 100 miles from the 
Arkansas state line. It is also served by the Oklahoma 
Central Railroad, which extends from a connection with 
the Rock Island and Frisco at Chickasha to a connection 
with the Missouri, Kansas & Texas and Rock Island at 
Lehigh. 

The principal routes, for the traffic of the complain- 
ant into the territory of which complaint is here made, 
are over the Missouri, Kansas & Texas to Shreveport 
or over that railway to Houston, for a few of the points 
in southern Louisiana; from Ada over the line of the 
Frisco to a connection with the Kansas City Southern 
at Houston or to Holdenville, a connection with the Rock 
Island. To the destination points served by the Iron 
Mountain an arbitrary route through Claimore or Wag- 
oner, Okla., has been established by that road, but the 
direct route would seem to be via the Frisco, connecting 
with the Iron Mountain at Hope, Ark. 

The distance from Ada is less in most every instance 
than the distance from the competing points, ranging 
from 100 to nearly 200 miles less than from any other 
mill in the Kansas gas belt, which difference is augmented 
when comparison is made with Kansas City, St. Louis and 
Hannibal. 

The rates from Ada to points herein involved are 
generally the same as the rates from Iola and other points 
in the Kansas gas belt and from St. Louis and Kansas 
City, regardless of the substantial difference in distance. 
There are a number of these points to which the rates 
from Ada are materially higher than the rates from other 
competing points of production, although the distance 
from Ada is less. To a number of other destinations on 
the Iron Mountain no through rates are published, and 
the best available combinations of intermediate rates 
appear to be prohibitive in competition with the through 
rates in effect from competing points. 

It appears that the Kansas gas belt group originated 
with the initial mill at Iola. As other mills were estab- 
lished in that vicinity the same rates were applied as 
from the Iola plant, the blanket extending northward to 
Mildred, Kan., and southward to Dewey. These plants 
are all located on the lines of the Iron Mountain. A 
mill- was located at Sugar Creek near Kansas City and 
it was given the same rate as the Kansas gas-belt rate, 
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When the complainant established its mill at Ada, which 
is some 200 miles from Iola, it was arbitrarily included 
by the defendant, Iron Mountain, in its Kansas gas-belt 
group, but it appears that while this grouping is main- 
tained to the destination points herein involved, to which 
Ada has the natural advantage of some 200 miles over 
the other plants in the group, it is accorded the same 
rate, while to the northern destination points it is placed 
on a 5-cent differential over its competitors in this group. 
Such a system of rate making is wholly illogical and is 
manifestly discriminatory. It takes from Ada the ad- 
vantage with respect to the destination points herein 
involved to which it is justly entitled by its location, 
while it receives no corresponding assistance to those 
location points where it is at a disadvantage by reason 
of its location. 

The following table shows the average distance from 
the designated producing points to the points in Arkansas 
herein involved, with the average rate in cents per 100 
pounds and the average earning in mills per ton-mile: 


Average 

Earn- 

Average Average ing Per 

Point of Origin. Distance. Rates. Ton-Mile. 

Miles. _ Cents. Miles. 

EA py ee i ae 314 19.7 12.2 
hk Gia Wings + aga a 4'e be hin oe 448 18.3 8.1 
EE EIS TRS oo coc duos ccdecccce 543 19.0 7.0 
o's «he aniaia's > a dil 6 alae ee 465 19.8 8.5 
i aor iralld aes oilers git an am, 64H 586 23.8 8.1 
Proposed rates from Ada.......... 314 14.5 9.2 


The next table gives the same information with 
regard to destination points in Louisiana: 


Average 
Earn- 

Average Average ing Per 

Point of Origin. Distance. Rates. Ton-Mile. 

Miles. Cents. Miles. 
I Bie haw tla 5k wb kei Ws 487 24.0 9.8 
a i a iene oe eo peel 642 24.3 Wa 
a. o's a wn ba Cac ks toca wee 659 23.4 7.0 
I ni Big oe ow Cede ie aie 780 24.1 6.1 
Proposed rates from Ada.......... 487 17.6 7.2 


An examination of the rates from which these aver- 
ages were computed indicates that the adjustment of 
the rates from Ada to the destination points herein in- 
volved are out. of line, and from a consideration of all 
the circumstances presented the Commission is of opin- 
ion that these rates are unreasonable and unjustly dis- 
criminatory against complainant, and that rates shall be 
established which shall place Ada on a differential of 
3 cents under the Kansas gas-belt rate with respect to 
the destination points in southern Arkansas, and on a 
2-cent differential with respect to the Louisiana and Texas 
points. The Iron Mountain will be required to establish 
through routes from Ada to the destination points to 
which it operates through routes from the Kansas gas 
belt. Maintaining through routes from one section and 
not maintaining such routes from other sections, where 
a prejudicial difference in rate is thereby effected, is 
such discrimination as the act was intended to meet. 

There is considerable contention presented concern- 
ing the routing of shipments from Ada destined to the 
Iron Mountain destination points. It appears that the 
Iron Mountain requires that the originating lines, namely, 
the Missouri, Kansas & Texas and the Frisco, deliver 
these shipments to it at Claimore and Wagoner, which 
routes give it the long haul to these destination points. 
The natural routing for these shipments is via Hope, Ark., 
over the Frisco. It is contended that such a through 
route would deprive the Missouri, Kansas & Texas of 
participation in this traffic. This, however, would not 
logically follow. The establishment of a through route 
does not necessarily mean that traffic must move via that 
route where there are other possible routes. It simply 
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opens a new channel by which traffic may move under 
competitive conditions. However, if the Frisco, being 
the originating line, is content to short-haul itself by 
joining in a route via Claimore when it could haul to 
Hope, this is a traffic condition with which the Com- 
mission has no concern at this time, considering the dis- 
position that has been made of this case. 

Some contention has been made by the defendant 
Iron Mountain that it was entitled to protect its local lines 
and reserve the territory it thus serves for plants located 
on its own line. Such a contention, however, is not 
well founded in view of the Commission’s expressions 
in several cases in which this point was raised, as in 
Lumber Rates from Texas, Louisiana and Arkansas, 28 
I. C. C., 471 (The Traffic World, Nov. 29, 1913, p. 993), 
where it is said, at page 474: 


The broad fundamental question involved in this case is 
whether the Santa Fe should be permitted to retain for itself 
the lumber market at points on its line for the benefit of pro- 
ducing points on its line to the exclusion of all others, except 
under a penalty of 3% cents per 100 pounds. We think this is 
an exercise of a carrier’s rate-making power far too arbitrary 
and too selfish to be permitted under the act. As a matter of 
sound policy under the law, a carrier is not justified in at- 
tempting to restrict its traffic to the movement between points 
on its own line. 


An order will be entered in accordance with the 
conclusions herein reached. 





ORDER. 

It is ordered, That the above-named defendants, in 
so far as they participate in the transportation, be, and 
they are hereby, notified and required to cease and desist, 
on or before Feb. 15, 1915, and thereafter to abstain, 
from charging, demanding,ecollecting or receiving their 
present rates for the transportation of cement in car- 
loads from Ada, Okla., to the destinations named in the 
exhibit attached to and filed with the said complaint 
herein, which rates are found in said report to be un- 
reasonable and unjustly discriminatory. 

It is further ordered, That the said defendants, in 
so far as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Feb. 15, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner per- 
scribed in section 6 of the Act to regulate commerce, and 
thereafter to maintain, rates on cement in carloads from 
Ada, Okla., to the destinations in Arkansas named in the 
exhibit attached to and filed with the said complaint 
herein, which shall be not less than 3 cents per 100 
pounds lower than the rates contemporaneously in effect 
from the Kansas gas belt to said destinations, respec- 
tively, and rates on cement in carloads from Ada, Okla., 
to the destinations in Louisiana and Texas named in the 
said exhibit, which shall be not less than 2 cents per 
100 pounds lower than the rates from the Kansas gas 
belt to said destinations, respectively. 

It is further ordered, That the defendant St. Louis, 
Iron Mountain & Southern Railway Co., and such other 
defendants as may participate therewith in the trans- 
portation, be, and they are hereby, notified and required 
to establish, on or before Feb. 15, 1915, upon notice to 
the Interstate Commerce Commission and the general 
public by not less than 30 days’ filing and posting in the 
manner. prescribed in section 6 of the Act to regulate 
commerce, and thereafter to maintain and apply, through 
routes for the transportation of cement in carloads from 
Ada., Okla., to all the destinations on the line of the 
defendant St. Louis, Iron Mountain & Southern Railway 
Co., named in the exhibit attached to and filed with ‘the 
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complaint herein to which through routes are maintained 
trom the Kansas gas belt. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


RATES TO JOPLIN, MO. 


CASE NO. 5876 (32 [. C. C., 226-232) 
COMMERCIAL CLUB OF JOPLIN, MO., VS. MISSOURI 
PACIFIC RAILWAY CO. ET AL. 


Submitted April 25, 1914. Decided Nov. 21, 1914. 


Upon compuiaint alieging unreasonableness and unjust discrim- 
ination in various rates tO ana 1rOM VJupill, uiv., aS CUm- 
parea With ratés tO anu lrom Kansas City anu springneiu, 
Mo., Hela: , 

. No cestumuny having been offered with respect to rates on 
newsprint paper 1:0m Minnesola points, ur on petroseum 
and its prouucts livia Chicago rate poincs, to yop, these 
rates Cannot be considered. 

2. The compiaint as to commoaity rates on imports from New 
Urieans anu olner Guil poris, and commoully rates trom 
points in UkKianoma, ArKaLSas, LOUISIana and ‘Lexas, lo 
Jopiin, not suSlamcu vy competent eviuence. inuaennite 
general aitacks upun ine ltarilts, accompanied py mere 
snowing Of lack vot unliormity in tne rates to aifferent 
aestinations on diversinea commodities, not sufficient to 
establish uniawfuiness, 

. Exisung class auu commodity rates from St. Louis, Mo., to 
Jupiln, applied as parts OL larougm rates on shipments orig- 
inaling east of the MISSISSIDpl Kiver, not touna to be un- 
reasohnabie Or unjustiy aiscriminatory. No sucn similarity 
ol traffic or transporcation conaitlons exists between Jop- 
lin and Kansas City as to justify prescriping proportional! 
rates to Joplin as prayed for. 

- As to Outpouna rates trom Jopiin to points in Kansas, Okla- 
homa ana Arkansas, no basis for an order is laia. Car- 
riers called upon to correct inequalities growing out of 
abrupt increases in rates to points just beyond tne limits 
of the application of so-caliea joppers’ rates. 


W. H. Marshall and O. P. Anderson for complainant. 

Martin L. Clardy, Henry G. Herbel, Fred G. Wright 
and F. P. Sackbauer for Missouri Pacific Railway Co. and 
St. Louis, Iron Mountain & Southern Railway Co. 

Fred H. Wood and Thomas Bond for St. Louis & San 
Francisco Railroad Co. 

J. M. Bryson and C. S. Burg for Missouri, Kansas & 
Texas Railway Co. and Missouri, Kansas & Texas Railway 
Co. of Texas. 

J. M. Souby for Kansas City Southern Railway Co. 

T. J. Norton and A. A. Hurd for Atchison, Topeka & 
Santa Fe Railway Co. 

E. E. Smythe and O. L. Cravens for Missouri & North 
Arkansas Railway Co. 

H. L. Trabor for Missouri, Oklahoma & Gulf Rail- 
way Co. 

S. C. Bates for Springfield, Mo., Traffic Bureau of the 
Jobbers & Manufacturers’ Association, intervener. 


~ 


Report of the Commission. 
CLARK, Commissioner: 

Complainant is.an incorporated organization devoted 
to the commercial and industrial welfare of Joplin, Mo., 
a city of 32,000 inhabitants, situate in the extreme south- 
western part of the state, and served by the St. Louis 


& San Francisco Railroad, hereinafter called the Frisco, 


the Missouri Pacific Railway, the Missouri, Kansas & 
Texas Railway, the Atchison, Topeka & Santa Fe Rail- 
way, the Kansas City Southern Railway, the Missouri, 
Oklahoma & Gulf Railway, and the Missouri & North 
Arkansas Railroad. As a jobbing center Joplin encounters 
strong competition from Kansas City and Springfield, Mo. 
It also competes with and bears a rate relation to Neosho, 
Nevada, and Carthage, Mo., Fort Scott, Galena, Pittsburg, 
Coffeville, Chanute, Parsons and Independence, Kan., 
Vinita and Muskogee, Okla., and other points. The com- 
plaint, in broad terms, attacks the class rates from St. 
Louis, Mo., to Joplin, applied as parts of through rates 
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ar aweticnnes ede inc Rlactia 
tor shipments originating east of the Illinois-Indiana state 
line; commodity rates on a number of named articles 
from St. Louis to Joplin, applied as parts of through rates 
on shipments originating at points east of the Mississippi 
River; commodity rates on designated imports from New 
Orleans, La., and other Gulf ports to Joplin; numerous 
commodity rates from points in Oklahoma, Arkansas, 
Louisiana and Texas to Joplin; class rates and rates on 
a limited list of commodities from Joplin to points in 
Kansas, Oklahoma and Arkansas, located on the lines of 
carriers diverging from Joplin; rates on news print paper 
from Minnesota points to Joplin, and rates on petroleum 
and its products from so-called Chicago rate points to 


Joplin. 


._The Traffic Bureau of the Jobbers’ & Manufacturers’ 
Association of Springfield, Mo., intervened, seeking to 
prevent any disturbance of the present adjustment, but 
submitted no testimony. 

Complainant offered no testimony concerning the rates 
on news print paper and on petroleum and its products. 
We therefore dismiss those questions from consideration. 


The record concerning the commodity rates on im- 
ports from New Orleans and other Gulf ports and rates 
complaineu of on commodities from Oklahoma, Arkansas, 
Louisiana and Texas to Joplin does not warrant discus- 
sion of these matters at great length. The complaint 
attacks, in a general way, the several tariffs containing 
these rates as discriminatory against Joplin and in favor 
of Kansas City and as illogical and lacking in consistency 
“in that they contain some rates which accord to Joplin 
an unstable differential under Kansas City, other rates 
which place the two upon an equality, and other rates 
which are violative of the fourth section of the act in 
that more is charged to Joplin than to Kansas City on 
traffic originating at points south “of Joplin and passing 
through Joplin to Kansas City.” Defendants interposed 
objections to this presentation as being too vague and 
indefinite to inform them of the character of, or the 
commodities as to which, the discrimination was alleged. 
As a result it was stipulated that the rates to be con- 
sidered would be only those upon commodities embraced 
within an extensive list set out in exhibits filed by com- 
plainant, and which it is unnecessary to here detail. 


Counsel for complainant, disclaiming any intention to 
challenge the reasonableness of any of these rates, makes 
this statement: 


Now I do not say they are unreasonable anywhere, and 
they could have very readily checked through those tariffs 
and had the same general idea that I had about it. * * * 
I wish to say right now that at the time I wrote that para- 
graph I had no idea in the world to request the Interstate 
Commerce Commission to fix a rate on anything, and the only 
thing that I desired to do was to precipitate some sort of an 
explanation as to the condition of these tariffs and get some 
expression of opinion from the Commission not in the form 
of an order, but which might lead to some revision by the 
earriers of their own initiative... That is all that I had in 
mind. 


Complainant’s witnesses did not testify that they are or 
could be affected by any of said rates, or that there had 
been or would be any movement, great or small, of the 
commodities in question. to Joplin, and the record is 
silent concerning the extent or importance, independently 
or as compared with Kansas City, of the demand for or 
consumption of the articles at Joplin. Lack of uniformity 
in the relation of rates to different destinations on com- 
modities, many of which have no connection one with 
the other, is not sufficient to establish unlawfulness. 

We do not find this situation one in which the point- 
ing out of typical examples of faulty adjustments clearly 
indicates the necessity for realignment. These rates have 


7 
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not been shown to be unreasonable or unjustly discrimi- 
natory. 

As has been noted, the tariffs attacked are alleged 
to contain some rates which are in contravention of the 
fourth section of the act in that on traffic to Kansas 
City moving through Joplin the rates to Kansas City 
are lower. These rates are, however, protected by ap- 
plications for relief as to which no hearing has been had. 
The alleged violations of the long-and-short-haul rule were 
not specified and were not described in detail in this 
proceeding. What we have said as to these rates is no 
finding with respect to the obligations imposed upon 
the defendants by the long-and-short-haul provision of the 
statute, or the merits of defendants’ applications for relief. 


We turn now to the question of inbound rates from 
St. Louis, which, as has been indicated, are before us 
only as they constitute parts of through rates from points 
east of the Illinois-Indiana state line. Rates are stated 
in cents per 100 pounds. The class rates from St. Louis 
to Joplin and which apply both as local rates and as 
proportions of through rates on shipments from beyond 
are as follows: 


B cdeviccocs ee.» BOO B ce 2D 2B 
cc cvccceces 74 64 50 40 .28 33 27% 21% 17 15 


From St. Louis to Kansas City the local class rates 


Boturedn ae & Se i a C  &  . 

sesenied 60 45 385 27 22 24% 19% 17 13% 11 

and there is a proportional scale applicable from East 
St. Louis, Ill, to.Kansas City on shipments originating 
east of the Illinois-Indiana state line, established pur- 
suant to our findings in the Warnock case, 21 I. C. C., 
546 (The Traffic World, Nov. 25, 1911, p. 895), as follows: 


ene seeesesooes a. 2 € 8 A BO DD Ff 
Ceo cecccecccess 55 41 32 24 20 22 18 15 12 10 


Complainant contends that in the application of the 
lower scale of class rates to Kansas City that point is 
unduly preferred, and that the higher scale applicable 
to Joplin is unjust and unreasonable, subjecting that city 
to undue prejudice. The commodity rates to Kansas City 
specified in the complaint are alleged to be unduly low 
as compared with the rates upon the same articles to 
Joplin, resulting in undue preference and advantage to 
Kansas City. The underlying theory of complainant’s 
contentions is that reasonable and non-discriminatory 
rates to Joplin would be predicated upon the same reve- 
nue per ton-mile as to Kansas City. The proportional 
rates prescribed in the Warnock case, supra, apply not 
only from East St. Louis to Kansas City, but also from 
the other Mississippi River crossings to other Missouri 
River cities, and the average short-line distance between 
the nearest Mississippi River crossings and the individual 
Missouri River cities was found in Burnham-Hanna-Mun- 
ger Co. vs. C., R. I. & P. Ry. Co., 14 I. C. C., 299 (The 
Traffic World, July 18, 1908, p. 41), to be about 275 miles. 
The short-line distance from St. Louis to Joplin via the 
Frisco is 332 miles, and that from St. Louis to Kansas 
City is 277 miles. The average short-line distance from 
all of the Mississippi River crossings to Joplin is about 
425 miles, or approximately 154 per cent of the distance 
to Kansas City. Analyses of the exhibits filed in this 
respect lead to the conclusion that, with some minor ex- 
ceptions, the class and commodity rates from St. Louis 
to Joplin not only compare favorably with the local and 
the proportional rates from the Mississippi River to Kan- 
sas City, but are in many instances on a relatively lower 
per-ton-mile basis. Many of the commodity rates to 
Kansas City are equivalent to the. class rates for the 
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same articles. This plan of publication, whatever the 
reasons therefor may be, and the greater density of 
traffic to, and the larger market at, Kansas City doubtless 
account for the extensive list of commodity rates to thai 
point. 

The adjustment of rates to Springfield, Mo., is re. 
ferred to in the complaint. On hearing, this phase of the 
case was abandoned by complainant. 

“It appears that to Neosho, south of Joplin, the short 
line distance via the Frisco from St. Louis is 310 miles. 
The Missouri commission’s schedule B scale for thai 
distance, beginning with 74 cents and grading down to 
15 cents, which is applicable to Neosho, is observed at 
Joplin for the reason that the latter point is interme. 
diate from St. Louis via the Kansas City Southern. Ga- 
lena, Kan., west of Joplin, is intermediate on traffic from 
St. Louis and the Mississippi River. The basis of rates 
to Galena is primarily the Kansas City combination less 
20 per cent. The 74-cent scale, with slight variations 
for some classes, applies to Galena as well as to Fort 
Scott, Pittsburg and other contiguous points. 

In explanation of the rates to Galena, Pittsburg and 
other so-called 80 per cent points, defendants assert that 
the short-line distance to Fort Scott via Kansas City is 
80 per cent of the distance via the Missouri, Kansas & 
Texas direct route. In consequence, the rates were origi- 
nally made 80 per cent of the Kansas City combination, 
and this relation was thereafter extended to other con- 
tiguous points. The Joplin class rates are considerably 
less, as a whole, for the distance of 332 miles than the 
mileage rates for that distance prescribed by us in Cor 
poration Commission of Oklahoma vs. A. & S. Ry. Co., 
26 I. C. C., 520 (The Traffic World, April 19, 1913, p. 860); 
to apply from Oklahoma into Texas, and less than those 
suggested in Iowa State Board of R. R. Commissioners 
vs. A. E. R. R. Co., 28 I. C. C., 193 (The Traffic World, 
Aug. 16, 1913, p. 371), to apply between points in Iowa 
and points in Nebraska and Kansas. They are some- 
what lower than the rates prescribed in the cases cited 
for the distance of 310 miles to Neosho, and the rates 
to Neosho apply as maxima to Joplin. They are lower 
for some classes and slightly higher for others than the 
rates from St. Louis to Topeka, Kan., 344 miles, pre- 
scribed by us in State of Kansas vs. A., T. & S. F. Ry. 
Co., 27 I. C. C., 673 (The Traffic World, July 26, 1913, 
p. 209). The Joplin rates are also less than the Missouri 
commission’s scale for the distance of 332 miles. Sub- 
stantially the same thing may be said as to the rates 
on the several commodities specifically named, and both 
as to classes and commodities the rates to Joplin are 
lower per ton-mile than those to Vinita and Muskogee, 
Okla., competing peints, 360 and 433 miles, respectively, 
from St. Louis. : 

In 1901 the first class rate to Joplin was 87 cents. It 
was reduced in 1902 to 85 cents, and in 1904 to 74 cents, 
the present figure. With the exception of the class E 
rate, in which there has been no change, there were 
reductions of substantially the same nature in the other 
classes, and it may be remarked that in several instances 
rates in this general territory have recently been at- 
tacked as unreasonable and discriminatory, partly on the 
ground of lower or disparate rates to Joplin, measured 
by ton-mile earnings. 

Nothing presented on this record convinces us that 
there is strong similarity of traffic and transportation 
conditions at Joplin and at Kansas City, or that Joplin 
is so circumstanced as to justify prescribing the rates 
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prayed for. The existing rates have not been shown to 
be unreasonable per se. 

Joplin does a considerable jobbing business and 
aspires to enlarge its field. The gravamen of its com- 
plaint touching the outbound rates to points in Kansas, 
Oklahoma and Arkansas is that its ability to reach the 
consuming markets. is restricted by the limited area in 
which so-called jobbers’ rates apply, and that such job- 
bers’ rates as are in effect are too high. The terms of 
the complaint as to these rates were objected to by 
defendants on the ground of indefiniteness and uncer- 
tainty. The broad allegation is made “that the class 
and commodity rates from Joplin to points in Kansas, 
Oklahoma and Arkansas which are charged and exacted” 
by the several respondents “are unjust and unreasonable, 
under section 1 of the Act to regulate commerce, and 
unduly prejudicial to the interests of Joplin as a jobbing 
point, in violation of section 3 of said act. That in the 
general adjustment of class and commodity rates from 
Kansas City and Springfield, Mo., to. the same destina- 
tions, an undue preference in violation of section 3 of 
the act has been given to said cities which operates 
greatly to the detriment of Joplin.” 

Efforts made at the hearing to have the specific rates 
or points or groups of points, the rates to which are 
attacked, more clearly designated, were unsuccessful. It 
appears that from Kansas City no so-called jobbers’ rates 
are in effect. Such rates are published from Springfield, 
but they were nowhere quoted in complainant’s testi- 
mony or exhibits, nor were any other outbound rates 
from Springfield quoted. The record consists almost en- 
tirely of tables of comparisons of the rates from Kansas 
City with those from Joplin. Careful scrutiny of these 
fails to disclose such inconsistencies as may properly be 
made the basis of an order. 

On the Joplin-Ellsworth line of the Frisco, jobbers’ 
rates are published as far as Piedmont, Kan., 129 miles, 
the rates to that point being: 

1 oR a Bi ee 
WORT 2, nace dae 49 40 35 28 28 28 

To the next station, Blodgett, Kan., 135 miles, the 

rates are: 


CE bed os cans teae aa a oe a 
errr re or 58 51 45 36 31 27 


On the Joplin-Fort Smith line a somewhat similar 
situation is found in the maintenance of jobbers’ rates to 
Lowell, Ark., 106 miles: 


EE ere Se ; 2& & 4 & & 
ME 9555.0 cbcennead 50 45 40 23 23 23 
and to the next station, Springdale, Ark., 111 miles: 
Cc cncdeep sawn : a ae en So eee 
ME so oct cnsuunse 58 50 44 33 26 30 


On the Kansas City Southern, jobbers’ rates extend 
on the Joplin-Fort Smith line as far as Westville, Okla., 
90 miles, the rates to that point being: 


1 2 3 4 S < 
PA «ina gam ms aaa 389 34. 28 23 23 23 
To the next station, Barron Fork, Okla., 95 miles, 
there is an abrupt increase to: 


a = a oo ee 

Bs nvg.s oerakieee 62 54 48 37 32 35 
On the Joplin-Oklahoma City line of the Missouri, 
Kansas & Texas, jobbers’ rates extend as far as Coffey- 


ville, Kan., 84 miles, the rates to that point being: 
‘ ge a ee ee 
eG ee eae eer 35 30 25 20 20 -20 


- The next station is Noxie, Okla., 92 miles, with rates 
as follows: a 


5 Se Oe : Be ee 
pS rere 41 35 28 25 25 25 
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Some of the defendants admitted that there was 
little, if any, justification for such precipitate increases, 
and indicated a purpose to make the necessary revisions. 
Each community is entitled to reasonable rates by what- 
ever name known, and carriers may not, by means of 
special adjustments, establish restricted trade zones. 
Ordinarily distance alone cannot determine the measure 
of rates, but glaring inconsistencies, such as those men- 
tioned, cannot be explained on the ground of varying 
transportation conditions. Defendants will be expected 
to promptly correct these inequalities. If this is not done, 
complainant may bring that fact to our attention. 

It may be as to some of the instances in which, for 
like distances, there is a near parity of rates on the first 
three classes with a disparity as to classes 4, 5 and A, 
some disadvantage results to Joplin, but if so, it is not 
established in the record. 

An order will be entered dismissing the complaint. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


POTATOES AND ONIONS 


CASE NO. 6623 (32 I. C. C., 233-237) 
ST. MATTHEWS PRODUCE EXCHANGE VS. LOUIS- 
VILLE & NASHVILLE RAILROAD CO. ET AL. 


Submitted June 10, 1914. Decided Nov. 30, 1914. 


1. Charges assessed by defendants for the transportation of 
potatoes and onions from St. Matthews, Ky., and other 
stations to Cincinnati, Ohio, and via that point to Central 
Freight Association territory not found unreasonable or 
to result in unjust discrimination against such points of 
origin and undue preference to “Louisville. 

2. Local rates from St. Matthews and other stations, when 
used in connection with interstate shipments of potatoes 
and onions, via Louisville, Ky., found unreasonable and 
reasonable factors prescribed. 


J. V. Norman for complainant. 
William A. Northcutt and William Burger for Louis- 
ville & Nashville Railroad Co. 


Report of the Commission. 


McCHORD, Commissioner: 

The complainant, St. Matthews Produce Exchange, 
is a corporation organized by farmers along the line of 
the defendant Louisville & Nashville Railroad Co. in 
Jefferson county, Kentucky, for the purpose of selling 
farm products. Its business is principally the handling 
of potatoes and onions. It ships these commodities in 
large quantities over the Louisville & Nashville Railroad 
from St. Matthews, Beechwood, Lyndon, Marcia, Lake- 
land, Forest, O’Bannon and other stations. These points 
of origin are within 12 miles of the city limits of Louis- 
ville, the nearest being St.- Matthews, 1% miles distant. 
The movement of potatoes and onions from these locali- 
ties is chiefly to Central Freight Association, Mississippi 
Valley, and southeastern and southwestern territories. 
Shipments. destined to Central Freight Association ter- 
ritory east of the Ohio-Indiana line, and to some points 
west thereof, move via Cincinnati, O., while to points 
in the western part of the Central Freight Association 
territory, the Mississippi Valley, southeastern and south- 
western territories, the movements are via Louisville. 

Rates on potatoes and onions in carload lots from 
St. Matthews and the other points of origin named to 
Central Freight Association territory are from 2 to 5 
cents per 100 pounds higher than the rates from Louis- 
ville. Where the traffic moves via Louisville the charges 
are the local rates into Louisville, which are from 5 
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to 7 cents per 100 pounds, in addition to the Louisville 
rate to destination. It is claimed that the rates are unjust, 
unreasonable and discriminatory, and that the growers 
and shippers are thereby subjected to undue prejudice 
and disadvantage; that the rates from originating group 
to Cincinnati and points beyond should not exceed the 
rates from Louisville to such destinations, the originating 
stations named being intermediate to Louisville and Cin- 
cinnati via the Louisville & Nashville Railroad; that, for 
the haul to Louisville as a part of the through move- 
ment to points north thereof from these stations, the 
rates should not exceed the Louisville rates by more 
than 2 or 3 cents per 100 pounds instead of the full local, 
or from 5 to 7 cents, and that no differences are justified 
in the rates to the south, where the originating carrier 
secures a long haul. 

In 1910 about 1,000 carloads of potatoes and onions 


moved from these several stations, 389 of which were , 


shipped by the complainant. In 1911 complainant shipped 
from St. Matthews 339 cars, from Lyndon 42 cars, and 
from O’Bannon 16 cars. In 1912, 535 cars were shipped 
from these several stations by complainant. This indi- 
cates the importance and growth of the traffic and the 
extent of production by complainant of the commodities. 

The greater charges from intermediate stations than 
from Louisville via Cincinnati, as well as the higher rates 
through Louisville, are sought to be justified by defend- 
ants upon the ground that Louisville is entitled to the 
existing preference because of the fact that the rates at 
Louisville are compelled by water as well as by rail 
competition. Louisville is situated on the Ohio River 
and is served to the various sections of the country by 
the Louisville & Nashville Railroa, Illinois Central Rail- 
road, Southern Railway and other lines of road. In addi- 
tion there is a water service by the Louisville & Cincin- 
nati Packet Co. between Louisville and Cincinnati and 
other points on the Ohio River. The places of origin 
set forth in the complaint are served by the one carrier 
only, the Louisville & Nashville Railroad. ' 

Rates illustrative of those on potatoes, carload lots, 
from Louisville and local stations on the Louisville & 
Nashville Railroad in that vicinity to Central Freight 
Association territory via Cincinnati, in cents per 100 
pounds, are as shown in the table following: 

La} Nashville R. R. Stations. 


pT ee Pee 

Cee, COUN oc cecscce 17.5 19.5 21.5 22.5 
Cincinnati, Ohio ...... 9 11 13 14 

Cleveland, Ohio ....... 17.5 19.5 21.5 22.5 
Columbus, Ohio ....... 15 17 19 20 

Dayton, Olle .....cecsee 12.5 14.5 16.5 17.5 
EOOENOEE, BEIOR. cacccese 17.5 19.5 21.5 22.5 
Fort Wayne, Ind...... 13.5 15.5 17.5 18:5 
Houghton, Mich. ...... 34.5 39.5 40.5 43.5 


It will be noted that the rate from St. Matthews is 
2 cents higher than Louisville, from Lyndon, 4 cents, and 
from O’Bannon, 5 cents higher. 

The local originating stations and others which ap- 
pear in the exhibit are some of those from and to which 
shipments were made by complainant during the last 
year. Bach of the stations from which shipments moved 
is intermediate to Louisville and Cincinnati, but the fact 
that the rate from Louisville to Cincinnati is compelled 
by competition with boats on the river is evidenced by 
the showing that the rates by rail and water are the same. 
- The Louisville & Cincinnati Packet Co. has a regular line 
of boats between Louisville and Cincinnati, operating a 
daily service. Water competition cannot be said to exist 
at the intermediate stations which are not situated on 
the river. Boats make no landing at points between 


THE TRAFFIC WORLD 


Vol. XIV, No. 25 


Louisiville and Madison, Ind., 50 miles distant. Further- 
more, rates in Central Freight Association territory are 
higher for similar distances by one-half to 1 cent per 
100 pounds. It appears that the rates to Central Freight 
Association territory are fixed by the northern lines and 
active water competition and that the Louisville & Nash- 
ville has adopted these rates from Louisville to the extent 
that it can compete via Cincinnati. 

From the facts of record, we are not warranted in 
finding that the charges assessed by defendants from 
St. Matthews and stations named to Cincinnati and via 
that point to Central Freight Association territory are 


unreasonable or result in unjust discrimination against: 


St. Matthews and other intermediate points and undue 
preference to Louisville. 

The following table shows the rates on potatoes, car- 
load lots, from the stations named on the Louisville & 
Nashville Railroad to points in Central Freight Association 
territory and points west through Louisville to destina- 


tion: 
Louisville & Nashville R. R. Stations. 


Ce 


Burlington, Iowa ..... 25 30 31 34 
ee. banca 17 22 23 26 
CS EE bc ccacsas 16 21 22 25 
Kansas City, Mo....... 35 40 41 44 
I adhe 06a ve 16 21 22 25 
Vincennes, Ind. ....... 12. 18.5 21.5 


5 17.5 . ; 
1Since filing this complaint and the making of this exhibit 
the rate has been reduced 1 cent. 
? Since filing. this complaint and the making of this exhibit 
the rate has been reduced 2 cents. 


The distance from the Louisville & Nashville Water 
street station in Louisville to St. Matthews is 5 miles. 
The local rate for the 5-mile haul is 5 cents per 100 
pounds. Lyndon is 8 miles from Louisville and the local 
rate is 5 cents. The rate from O’Bannon, about 13 miles 
distant, is 7 cents. These local rates are added to through 
rates from Louisville to destination. While the service 
from these stations justifies somewhat higher rates than 
are applied from Louisville, and the local rates may be 
reasonable charges as such, yet 5 cents for a 5-mile haul 
and 7 cents for a 13-mile haul, when considered in con- 
nection with a through rate for a haul of 300 to 500 
miles, are excessive. It is in evidence that the shipper 
can deliver potatoes and onions by wagon at Louisville 
cheaper than they can be shipped over the defendant 
road. The distances embraced in the complaint are great, 
particularly to the southwest, when the haul is shown 
to be from 800 to 1,000 miles. When we consider this 
haul and that a substantial part of it is via the Louisville 
& Nashville, the reasonableness of charges of from 5 to 
7 cents per 100 pounds for the additional hauls of 5 to 
14 miles is not apparent. From St. Matthews to Ameri- 
cus, Ga., a distance of 634 miles, the rate is 43 cents 
over the Louisville & Nashville Railroad, from Lyndon 
44 cents, from O’Bannon and the other stations named 
in the complaint 46 cents, while over the Southern Rail- 
way from stations in the vicinity and with a mileage of 
642 miles the rate is 41 cents. On the Mlinois Central 
Railroad from stations in the vicinity the rate is 41 cents 
for a haul of 765 miles. This, and other comparisons 
offered, indicate that the Louisville & Nashville Railroad 
is charging higher rates than are other roads for sub- 
stantially similar service. 

The principle should be invoked that the local rate 
should be. considered in connection with the entire haul. 
In other words, the through charge should bear a proper 
relation to the total distance involved. The distance 
from Louisville to Chicago via the short line is 306 miles, 
and the rate on potatoes 16 cents per 100 pounds. From 
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O’Bannon to Chicago, through Louisville, the added dis- 
tance is 14 miles, or about 41% per cent of the distance. 
The added rate is 7 cents, or about 43 per cent of the 
total rate. While distance is not the sole factor. to be 
considered, it is manifest that the application of the full 
locals as part of the through rates is unreasonable and 
unjustly discriminatory. 

We are of opinion and find that such local rates, 
applied as factors to interstate shipments of potatoes 
or onions from St. Matthews, Beechwood, Warwick Villa, 
Lyndon and Marcia, via Louisville, should not exceed 3 
cents per 100 pounds, and from Lakeland, Anchorage and 
O’Bannon, via Louisville, should not exceed 5 cents per 
100 pounds. ~ 

An order will be entered in accordance with the 
views herein expressed. 


ORDER. 


It is ordered, That defendant Louisville & Nashville 
Railroad Co. be, and it is hereby, notified and required 
to cease and desist, on or before Feb. 1, 1915, and there- 
after to abstain, from charging, demanding, collecting or 
receiving its present rates for the transportation of pota- 
toes or onions in carloads from St. Matthews, Beechwood, 
Warwick Villa, Lyndon, Marcia, Lakeland, Anchorage and 
O’Bannon, Ky., to Louisville, Ky., as part of the rates on 
such traffic when for interstate points beyond, which local 
rates are found in said report to be unreasonable. 

It is further ordered, That said defendant be, and it 
is hereby, notified and required to establish, on or before 
Feb. 1, 1915, upon notice to the Interstate Commerce 
Commission and to the general public by not less than 
five days’ filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, and thereafter 
to maintain and apply to the transportation of potatoes 
or onions in carloads, local rates to Louisville, Ky., as 
part of the rates on such traffic when for interstate 
points beyond, which shall not exceed the following from 
the below-named points in Kentucky, to-wit, St. Matthews, 
Beechwood, Warwick Villa, Lyndon and Marcia, 3 cents 
per 100 pounds;. Lakeland, Anchorage and O’Bannon, 5 
cents per 100 pounds, which local rates are found in said 
report to be reasonable. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


TEXAS-LOUISIANA RATES 


CASE NO. 5745 (32 I. C. C., 247-260) 

CHAMBER OF COMMERCE, HOUSTON, TEX., VS. IN- 
TERNATIONAL & GREAT NORTHERN RAILWAY 
CO. ET AL. 

1. & S. NO. 306 

CLASS AND COMMODITY RATES BETWEEN POINTS 
IN LOUISIANA AND OTHER STATES AND POINTS 
IN TEXAS. 


Submitted Feb. 10, 1914. Decided Nov. 30, 1914. 

Class rates and certain commodity, rates from Houston, Tex., 
to interior Louisiana points attacked as unreasonable per 
se and unduly prejudicial; Held, That— 

'. It is not unreasonable that the New Orleans-Texas common 
point scale be applied as a maximum between Houston and 
points in interior Louisiana. 

'. Some discrimination is necessarily incident to any group sys- 
tem of rate making, and a group which has been long es- 
tablished and has proved satisfactory to both carriers and 
shippers should not be disrupted in the absence of proof 

_ _that the discrimination is undue. 

'. When rates are attacked as unduly prejudicial and an equali- 
zation of rates is requested, it should be shown that the 
transportation conditions existing in the localities under 
comparison are substantially similar. In the absence of 
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such proof a finding of discrimination cannot be predicated 
solely on a disparity in rates. 

4. Rates from Houston to interior points in Louisiana should 
not exceed the combinations on the so-called gateways, 
such as Shreveport, Alexandria and Eunice. existing just 
prior to Sept. 7, 1913. For the convenience of shippers 
these rates should be published as through rates. 

5. The burden of establishing the reasonableness of increased 
rates, imposed upon the carriers by the act, is not removed 
by the fact that the publication of the lower rates previously 
existing was due to an error; but this fact may be con- 
sidered by the Commission in passing upon the reasonable- 
ness of the inereased rates. 

. A disparity between two rates can be removed as logically by 
a reduction of the higher rate as by an increase in the 
lower rate. In the absence of proof that the higher rate 
is reasonable a carrier which advances a rate to the level 
of another rate does not sustain the burden of proof im- 
posed by the statute merely by pointing out that the ob- 
ject of the increase was. to remove the disparity. 

. The fact that a commodity rate exceeds the corresponding 
class rate does not of itself prove that the commodity rate 
is unreasonable. 

. The fact that a rate between two points is higher on traffic 
moving in one direction than on traffic moving between 
the same points in the opposite direction is not of itself 
proof of the unreasonableness of the higher rate. 

9. Certain increases in rates from Houston to certain points in 
— found to be justified; others found to be unrea- 
sonable. 


Thomas H, Stone and J. W. Wilkinson for complainant. 

Baker, Botts, Parker & Garwood; Wilson, Dabney & 
King; R. S. Shepard; Martin L. Clardy, Henry G. Herbel 
and Fred G. Wright for Texas & New Orleans Railroad 
Co.; Houston, East & West Texas Railway Co., and others. 

J. B. Payne for Texas & Pacific Railway Co. 

Phil Safford for Gulf, Colorado & Santa Fe Railway 
Co. and Gulf & Interstate Railway of Texas. 

John A. Smith for New Orleans Board of Trade, in- 
tervener. 


H. S. L’Hommedieu for Beaumont Chamber of Com- 
merce, intervener. . 


E. W. Anderson for the Orange Commercial Club, in- 
tervener. 


Report of the Commission. 


DANIELS, Commissioner: 

The complaint and protests in these cases put in issue 
the reasonableness of the class rates and certain com- 
modity rates between Houston, Tex., and points in Louisi- 
ana, The rates are alleged to be not only unreasonable 
per se, but the source of an undue preference to such com- 
petitive points as St. Louis, Little Rock, Fort Smith, Mem- 
phis and Kansas City. 


At the outset it may be said that a number of un- 
usual factors have added to the difficulty and complexity 
of the situation here involved. In the first place the whole 
system of rates between Texas and Louisiana points is 
admittedly imperfect and unsatisfactory. Many of the com- 
modity rates are higher than the corresponding class rates; 
some of the rates on traffic moving from east to west are 
considerably lower than the rates applicable to traffic 
moving in the opposite direction; and there are a number 
of errors in the tariffs, caused either by the carriers or 
their agent, or by the printer. ; 

The rates attacked in the main case are contained in 
Southwestern Lines tariff 21-M, F. A. Leland, agent’s I. 
C. C. No. 945. In order to remove some of the errors and 
inconsistencies in that tariff, and to meet some of com- 
plainant’s objections, the carriers published another tariff, 
No. 21-N, F. A. Leland, agent’s I. C. C. No. 1004. The 
latter tariff was to become effective Sept. 7, 1913, just prior 
to the hearing of the main case. The adjustments made in 
this tariff, although intended to correct the old tariff and 
ta remove some of the objections raised by complainant, 
involved an increase in some of the rates. Protests hav- 
ing been filed by complainant, the new tariff was suspended 
by the Commission in Investigation and Suspension Docket 
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No. 306. The new tariff -has taken effect, so that the in- 
creases proposed therein are now operative. 

The Louisiana points involved in this case may be 
divided into two classes: (1) The so-called gateways, 
such as Shreveport, Alexandria, Baton Rouge, Crowley, 
Oakdale and Napoleonville, and (2) the smaller interior 
points. The rates to the gateways prior to the publication 
of the new tariff were in general admittedly reasonable, 
but it is claimed that the rates to the intertor points be- 
yond the gateways were and still are excessive. For ex- 
ample, it is alleged that the 70-cent scale was applicable 
to Alexandria, while a scale of $1.37 was applied to Boyce, 
a local station on the Texas & Pacific a short distance 
above Alexandria. Again, it is. alleged that the rate to 
Shreveport is on a 60-cent scale, and that to Stonewall, a 
local station on the Texas & Pacific a few miles south of 
Shreveport, the $1.37. scale applies. There are many other 
interior Louisiana points to which it is alleged that the 
$1.37 scale is the scale regularly quoted. 

The application of the $1.37 scale as a maximum from 
Houston to the Louisiana points in question is explained 
by the fact that it is the scale applied from New Orleans 
territory to Texas common points, and that the scale is 
also applied in the opposite direction for shipments from 
the Texas common points to New Orleans territory. In 
Railroad Commission of Texas vs. A., T. & S. F. Ry Co., 
20 I. C. C., 463 (The Traffic World, April 1, 1911, p. 537), 
the Commission established a $1.47 scale of rates from St. 
Louis to the Texas common points, and New Orleans en- 
joys a differential of 10 cents under St. Louis. 


Before the reductions requested by complainant can 
be understood there are several facts which must be con- 
sidered. In the first place it should be observed that the 
rate from New Orleans to Houston is 80 cents, the lower 
scale having been applied to Houston because rail car- 
riers found it necessary to meet the water competition be- 
tween New Orleans and Galveston, and the influence of the 
low Galveston rate extends to Houston. It should be 
further observed that when the first tariff, 21-M, Leland, 
agent’s I. C. C. No. 945, was published in 1912, it applied 
the 80-cent scale from Houston to Vicksburg and to inter- 
mediate points on the Vicksburg, Shreveport & Pacific 
Railway. Why this water-compelled New Orleans-Houston 
rate was established to these intermediate points, while a 
much higher scale was continued in effect to interior points 
on other rails, would be difficult to understand without the 
carriers’ explanation that this was one of the many errors 
contained in that tariff. Witnesses for the carriers testi- 
fied that the intention was to remove certain discrimina- 
tions which existed in favor of New Orleans as against 
Vicksburg, due to the fact that a scale of 80 cents was 
charged for the Houston-New Orleans haul on traffic con- 
signed to southeastern points, while a much higher scale 
was in effect for the Houston-Vicksburg haul on goods 
consigned to the same points via Vicksburg. To correct 
this discrimination, it is said, the carriers notified their 
agent to equalize in the tariff, 21-M, the Houston-New Or- 
leans and Houston-Vicksburg rates on traffic destined to 
southeastern territory. The agent, it is alleged, miscon- 
strued his instructions and made the 80-cent scale apply 
not only to Vicksburg, but also to intermediate points on 
the Vicksburg, Shreveport & Pacific. The result of this 
error, if it were an error, was to make the rate to interior 
points on the Vicksburg, Shreveport & Pacific lower than 
the rates quoted to the interior points south of that rail- 
road. 
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The complainant’s position is best expressed on the 
last page of its brief, where it is said: 


We respectfully ask: ; 

(1) That the present rates obtaining to the gateway junc- 
tion points in Louisiana be maintained. 

(2) That a maximum scale of 80 cents, now in existence 
and effective to all points on the Vicksburg, Shreveport & Pa- 
cific Railway, be maintained. 

(3) That a maximum scale of 80 cents be ordered, appli- 
cable to all points south of the Vicksburg, Shreveport & Pa- 
cifi Railway. 

(4) That a maximum scale of 80 cents be made applicable 
to all points north of the Vicksburg, Shreveport & Pacific Rai!- 
way, unless the Commission should reach the conclusion that 
this would work a disturbance of the 86-cent maximum from 
Little Rock, in which event we ask for the establishment of 
an 86-cent maximum scale applicable to all points in Louisiana 
north of the Vicksburg, Shreveport & Pacific Railway. 


The third request is the most important and may be 
considered first. 

In view of the fact that the New Orleans-Houston 
scale of 80 cents is water-competitive, and that many of 
the interior points to which complainant asks that this 
rate be applied are not so situated as to be entitled to 
the advantage of water-compelled rates, the complainant’s 
request cannot be granted unless special reasons are 
advanced for the application of that scale to those points. 
To support the contention that the 80-cent scale should 
be applied as a maximum to the interior points, com- 
plainant relies chiefly on mileage comparisons. For 
example, comparison is made between the scale from 
Houston to the Louisiana points and that from St. Louis 
to the same points, and this comparison shows that in 
some cases the rates from St. Louis to these points for 
longer hauls are less than those from Houston to the 
same points. -Taking Boyce as an illustrative interior 
point, it is alleged that the scale from Houston to Boyce 
for a haul of 258 miles is $1.37, while the scale from St. 
Louis to Boyce for a haul of 714 miles is only $1.25. 
Even admitting that the lowest available rate from 
Houston to Boyce is $1.37—which defendants deny, as 
will be observed later—this comparison does not show 
conclusively that the rates from Houston are unreason- 
able. The influence of water competition on the Mis- 
sissippi River and its tributaries must be considered. 
Another factor which tends to lessen the force of the 
comparison is defendants’ contention that traffic moves 
in much greater volume from St. Louis to the points in 
question than from Houston to the same points, a con- 
tention which is entitled to consideration in view of the 
fact that the record is almost devoid of evidence as to 
the amount of traffic moving from Houston to the desti- 
nations involved. It is admitted, however, that the 
movement is comparatively light, and while it is true 
that Houston attributes the small movement to the more 
favorable rates enjoyed by St. Louis and other compet- 
ing jobbing centers, it is not established that this is 
the controlling cause. It must be remembered that St. 
Louis and Memphis are both located on the Mississippi 
River, and that they are entitled to any advantages 
which they may derive from their location. When rates 
are alleged to be discriminatory it must, of course, be 
shown that transportation conditions under which the 
rates compared were established are substantially similar. 
The points which complainant names as competitive are 
hundreds of miles from Houston in a territory served 
by the greatest river system in the world .and whose 
transportation conditions are peculiar. Houston is also 
favorably situated, but, however great may be its advan- 
tages, it is not established that there is such a similarity 
in transportation conditions at all the points named tliat 
a finding of discrimination can be predicated merely on 
a difference in the rates. 
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It is important to note in this connection that, as 
compared with competing jobbing points in Texas, where 
conditions are more similar, Houston has a decided 
advantage in rates. This is due to the fact that it is 
located so near the Gulf of Mexico, and so near to 
Galveston, that the rates both in and out of Houston 
are affected by water competition. From Dallas, for 
example, a competing jobbing point to the Louisiana 
territory here involved, the $1.37 scale applies, and that 
scale is applicable as well to some of the so-called gate- 
ways as to the interior points. The rate scale applying 


from Dallas to Shreveport is $1.01, as compared with 


Houston’s scale of 60 cents. The first-class rate from 
Dallas to Alexandria is $1.37, as compared with Houston’s 
present rate of 80 cents. 


In attempting to show that the rates from Houston 
to Louisiana are unduly high, the complainant compares 
them also with the $1.47 scale established by the Com- 
mission from St, Louis to Texas common points in Rail- 
road Commission of Texas vs. A., T. & S. F. Ry. Co., 
supra. Assuming that the average distance from St. 
Louis to Texas common points is 800 miles, and observ- 
ing that the rate from Houston to the interior Louisiana 
points is said to be on the $1.37 scale for distances 
averaging less than 400 miles, it will be seen that the 
ton-mile yields from St. Louis to Texas are materially 
lower than those from Houston to the interior Louisiana 
points. Complainant alleges that this comparison is 
further proof of the unreasonableness of the rate scale 
applicable from Houston to interior Louisiana points. 


We have frequently observed, however, that some 
discrimination is necessarily incident to any group sys- 
tem of rate making. In any group, and especially in 
one so large as that covering Texas common points, the 
distances vary greatly, and there is a corresponding 
variation in the revenues per ton-mile. The Texas com- 
mon point rates are applied from interior points in 
Louisiana to all the Texas common points, except where 
lower combinations are available. Houston is situated 
on the near side of the group, and the rates to and 
from that point for a relatively short haul are neces- 
sarily the same as those to points considerably more 
distant. Under these circumstances, a comparison of 
ton-mile rates is hot controlling. 


In Williams Co. vs. V., 8S. & P. Ry. Co., 16 I. C. C., 
482, 484 (The Traffic World, July 3, 1909, p. 1), we said: 


The Texas common point, or group, system of rate making 
has often been considered by this Commission. * * With 
relation to Texas traffic, the main Mississippi River ieee 
are St. Louis at the north and New Orleans at the south. 
Vicksburg is undoubtedly nearer to the extreme northeastern 
portion of Texas than any other Mississippi crossing; but rates 
that are made with respect to vast groups, such as Texas com- 
mon points, and adjustments with respect to crossings, such as 
the Mississippi River crossings extending north and south 
more than 700 miles, cannot with entire fairness be considered 
solely from the standpoint of the mileage from the nearest 
air-line gateway to a particular section of the group. 

The complainant’s case rests upon the mileage theory of 
rate making. The conditions shown by the evidence, however, 
make comparisons of mileage non-controlling in determining 
either the reasonableness of the rates themselves or of their 
discriminatory character. 


Furthermore, to grant complainant’s prayer for the 
establishment of an 80-cent scale from Houston to the 
points in question would to that extent disrupt the 
Texas common point system. If the 80-cent seale is 
to be applied as a maximum to points: south of the 
Vicksburg, Shreveport & Pacific Railway, there is no 
reason for not establishing a slightly higher scale to 
points slightly more distant; and if this relief is granted 
to Houston, other Texas common points might with 
equal logic claim similar reductions in their rates; until 
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the whole common point system were abolished. In 
Dallas Freight Bureau vs. M., K. & T. Ry. Co., 12 I. C. 
C., 427, 430, we said, in speaking of the Texas common 
points: 


It follows from such a condition of affairs that any eon- 
troversy before this Commission that draws in question the 
reasonableness of rates from an interstate point to a particular 
common point, and results in an order requiring a change of 
rates to that point must have a far-reaching effect. Such a 
readjustment of rates to one of the common points would 
either tend to disrupt the present system of equal rates, or 
would put the carriers under the compulsion of making the 
same readjustment to all other points in the common point ter- 
ritory. * * * Aside from the question, which seems to be 
suggested by the record, whether the Texas common-point 
system of rates is obnoxious in any respect to the present law, 
it is obvious that a complaint from which so extensive a dis- 
turbance in rates must necessarily follow ought to be presented 
to us in all its aspects and receive the fullest consideration 
before any action is taken by this Commission. 


We are of opinion, and so find, that the complain- 
ant has failed to show that the 80-cent scale should 
be established as a maximum between Houston and the 
interior Louisiana stations named. For the same rea- 
sons we conclude that the fourth prayer of complainant, 
for the establishment of an 80-cent scale or an 86-cent 
scale to points north of the Vicksburg, Shreveport & 
Pacific must be denied. 

Having concluded that the maximum rate specifically 
requested by complainant to interior Louisiana points 
cannot be established, it is still necessary to assess the 
general character of the system of rates from Houston 
to this Louisiana territory. 

It developed at the hearing of the main case that 
the carriers had submitted to complainant, a few days 
prior to the hearing, a plan of compromise, which com- 
plainant refused to accept. We are of the opinion, how- 
ever, that the plan suggested is, with certain exceptions 
hereafter noted, the best available arrangement that can 
be established on the present record. The suggestion 
was that the rates to the interior points be made by add- 
ing to the relatively low rates to the gateways the 
locals beyond, with the $1.37 scale as maximum. The 
rates to the gateways, as above suggested, are admittedly 
reasonable under the former tariff, and we are of opin- 
ion, and so find, that the rates from Houston to the 
interior Louisiana points here involved should not ex- 
ceed the combinations on those gateways in effect just 
prior to Sept. 7, 1913, with the $1.37 scale as a maximum. 

A peculiar feature of the situation was developed 
at the hearing. The complainant, as observed above, 
alleges that the rates to all the interior points, other 
than the gateways, are on the $1.37 scale. The defend- 
ants, on the other hand, show that to many of the 
points the rates are lower than the $1.37 scale because 
of lower combinations. The complaint, for example, 
states that the rate from Houston to Boyce, first class, 
is $1.37. The detendants, however, show that the rate 
published to Alexandria in tariff 21-M was 70 cents, and 
that there is published, and duly filed with this Com- 
mission, a local rate of 23 -cents, first class, from Alex- 
andria to Boyce, making a lower combination of 93 
cents. The real difficulty seems to be that one tariff 
named a through rate of $1.37 to these interior points 
from Houston, via the International & Great Northern 
Railway, and that the jobbers at Houston did not realize 
that a lower combination rate existed via another route, 
the local rates beyond the gateways being contained in 
other tariffs to which the shippers do not seem to have 
secured access. The complainant claims that when a 
shipper asks the rate from Houston to Boyce, or ta any 
other interior point, the through rate of $1.37 is gen- 
erally quoted, and the record sustains this contention. 
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The record shows that even those shippers who are 
aware of the existence of an available combination, ex- 
perience difficulty in ascertaining what the combination 
rate is. 

Where a specific through rate exists, that rate is the 
only lawful rate for a through movement, and the duty 
is incumbent upon a carrier to make such through rates 
as will not\ violate the law; and, in case the through 
rates they have in contemplation deviate from the re- 
quirements of the fourth section of the act, to protect 
such deviations by application to the Commission, and 
not, until favorable action on such applications has 
been taken by the Commission, to file or publish any 
rate which violates the provisions of the fourth section. 

Rates should be published in such a way as to 
apprise. shippers of their existence. A low combination 
rate obviously is of no value to a shipper if he does 
not know that it exists, or if knowing of its existence 
he is unable to ascertain its amount. It is suggested in 
the record, and admitted by the carriers, that the diffi- 
culties experienced by the shippers in this respect would 
be removed by the publication of these combination 
rates as though rates from Houston to destination. The 
defendants will be expected to construct their new tariff 
in this way. Through rates should likewise be quoted 
to Columbia, Tullos and other points on the St. Louis, 
Iron Mountain & Southern. 

Another objection which complainant has to the 
tariff in question is that many of the commodity rates 
are higher than the corresponding class rates. While 
this Commission has recognized the fact that a com- 
modity rate is usually lower than the rate applicable to 
the class from which the commodity is withdrawn, Kiser 
Co. vs. Ci: of Ga. Ry. Co., 17 I. C. C., 480 (The Traffic 
World, Jan. 29, 1910, p. 114), at page 439, we have 
nevertheless held that is not obligatory upon the carrier 
to establish such lower rate. Wheeling Corrugating Co. 
vs. B. & O. R. R. Co., 18 I. C. C., 125, 126 (The Trafiic 
World, April 9, 1910, p. 431). In the absence of other 
proof, that the commodity rate is otherwise unreason- 
able, a finding of unreasonableness cannot be predi- 
cated upon the fact that the commodity rate is higher 
than the corresponding class rate. It is stated in the 
complaint, however, that certain of the defendants have 
expressed a willingness to adjust the commodity rates 
in such a way that they will not exceed the correspond- 
ing class rate. We suggest that such an adjustment is 
doubtless advisable, and that it would tend to put the 
tariff on a more logical basis. It could be accomplished 
either by a careful revision of the tariff or by a proper 
alternative clause. 

Further ground for complaint is found in the fact 
that in tariff 21-M the class rates from Beaumont to New 
Orleans were on a higher scale than those from New 
Orleans to Beaumont. A 60-cent scale is applicable to 
traffic moving’ west, while eastbound traffic moves under 
an 80-cent scale. It is also alleged in the original com- 
plaint that some of the commodities carry higher rates 
when moving east than when moving west. The car- 
riers claim that the disparity is due to the fact that 
the westbound traffic moves in much greater volume 
than the eastbound traffic, and this is not denied by 
complainant. In Weil vs. P. R. R. Co., 11 I. C. C., 627, 
629, we said: 


It is manifest that the reasonableness of every rate * *° * 
must be determined and measured by the circumstances and 
conditions * * *. It follows that it cannot be required in 
reason that rates must in all cases be the same in both direc- 
tions between the same points * * *. A great and increasing 


THE TRAFFIC WORLD 


Vol. XIV, No. 25 


voluine of freight is a factor of much influence toward the de- 
pression of rates, ‘ 


The reasonableness of the 80-cent New Orleans- 
Houston scale is not denied. The record does not name 
the commodities which carry a higher rate in one direc- 
tion than in the other, nor are the rates given. We 
are unable, therefore, to find on this record that the 
application of a higher rate to eastbound traffic is 
unreasonable, 

Protested Increases in Rates in the New Tariff. 


As was indicated above, there was issued, after the 
filing of the complaint in the main case, a new tariff, 
Southwestern Lines No. 21-N, Leland, agent’s I. C. C. 
No. 1004. This is the tariff now in effect. The reason 
for the publication of this tariff was, according to one 
of the defendants’ witnesses, the imperfect condition of 
the old tariff, which contained numerous fourth-section 
violations and other inequalities and inconsistencies. In 
adjusting the rates certain increases were made, and 
the new tariff was temporarily suspended upon protest 
made to the Commission by the complainant. The ad- 
vances complained of will be considered separately. 

Increase in Class Rates to V. S. & P. Points. 

Reference has already been made to the fact that 
in the publication of the old tariff, No. 21-M, class rates 
on the 80-cent scale were made applicable to all points 
on the Vicksburg, Shreveport & Pacific Railway. The 
carriers, as already indicated, claim that this was an 
error, the agent having been instructed to make the 
80-cent scale applicable as a maximum from Houston to 
Vicksburg only on traffic consigned to southeastern 
points. 

The fact that the low rates to these points were 
published through an error on the part of defendants’ 
agent does not relieve the carriers from the necessity 
of sustaining the burden of proof cast upon them by the 
statute when those rates are raised. The Commission 
may, however, in passing upon the reasonableness of 
the increased rates, take into consideration the circum- 
stances under which the lower rates were established. 
The complainant alleges that the new rates average 50 
per cent higher than the 80-cent scale, and prays that 
the latter scale be continued in effect. There seems to 
be no reason for holding that the Houston-New Orleans 
scale of 80 cents should be applied as a maximum to 
points on the Vicksbury, Shreveport & Pacific, espe- 
cially since a two-line haul is required to the latter 
points. We are of the opinion, and so find, that the 
class rates from Houston to stations on the Vicksburg, 
Shreveport & Pacific Railway should not exceed the 
combination of locals approved herein with the $1.37 
scale as a maximum. 7 


Rates to Points Between Alexandria and Torian. 

Complainant also protests. against the proposed in- 
crease in the first-class and second-class rates between 
Houston and points on Morgan’s Louisiana & Texas, 
Alexandria to Torian, inclusive. Torian is four miles 
north of La-Fayette. The first-class rate is increased 
from 70 cents to 80 cents and the second-class rate from 
60 cents to 64 cents. ‘The 70-cent scale of class rates 
to these points is of long standing. The record seems 
to show that the Houston-New Orleans water-compelled 
rate of 80 cents was applied to intermediate points, and 
that when the Frisco built into thi territory the rate 


‘was reducéd to 70 cents. 


Defendants attempt to justify the proposed increase 
on two grounds: first, that the application of the 70-cent 
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scale at Opelousas was due to the competition of the Frisco 
which the Southern Pacific lines met at that point; second, 
that considering the service performed, the 80-cent scale 
is reasonable. We fail to see that the establishment of a 
70-cent competitive rate at Opelousas affects materially 
the question whether an 80-cent scale from Houston to all 
these points is reasonable. In support of their second 
reason—that the 80-cent scale is reasonable for the service 
performed—the defendants show that that scale applies at 
Jeannerette, a point on the Southern Pacific about as far 
from Houston as the average distance to the points lying 
between La Fayette and Alexandria. We do not consider 
this explanation sufficient to sustain the burden of proof 
which the statute requires the defendants to bear. It-is 
clearly incumbent upon the carriers to give convincing 
reasons why they should increase materially rates of such 
long standing that experienced traffic men are unable to 
satisfactorily explain their origin. This they have failed 
to do. We are therefore of the opinion, and so find, that 
the rates from Houston to the points on Morgan’s Louisi- 
ana & Texas line, Torian to Alexandria, inclusive, should 
not exceed the rates in effect just prior to Sept. 7, 1913. 


Increases in Rates to Certain Points on the Louisiana & 
Western, 


Objection is made also to proposed increases in class 
rates from Houston to two groups of stations on the 
Louisiana & Western. The first group embraces the sta- 
tions from Maignaud to Rupert, inclusive. These stations 
lie between Eunice and Midland. The second group em- 
braces Morse, Gueydan, Kaplan, Lastie and intermediate 
points. These stations are located on the branch which 
extends from Midland to Abbeville. The class rates to the 
stations in both groups were increased from a 60-cent 
seale to an 80-cent scale. 

Defendants admit that the publication of the 80-cent 
scale as applicable to the first group of stations was one 
of the errors which crept into this tariff. They do not 
admit that the increased rates are unreasonable per se, 
but they point out that the Frisco, which almost parallels 
the Louisiana & Western between Midland and Eunice, 
carries a lower scale, so that it was inexpedient, from a 
transportation standpoint, to increase the rates to these 
points to the 80-cent level. Defendants express of record 
a willingness to apply the 70-cent scale to these points. 
We are of opinion, and so find, that rates from Houston 
to points on the Louisiana & Western, Maignaud to Rupert, 
inclusive, should not exceed the 70-cent scale. 

In justification of their application of the 80-cent scale 
to stations in the second group, between Midland and 
Abbeville, defendants show that those stations are located 
on a branch line and that the traffic to and from those 
stations is light. In view of the fact that there is no 
evidence that transportation conditions in this region have 
changed, and in the absence of evidence tending to show 
that the old rates were unremunerative, an increase of 
33 1-8 per cent in the rate scale applicable to these points 
is not justified. In view of the fact, however, that the 
70-cent scale is to be applied to points on the Southern 
Pacific north of Midland, the scale of 60 cents in effect 
just prior to Sept. 7, 1918, to points south of Midland, 
where traffic is comparatively light, is low and out of 
line with the rate adjustment in the neighboring territory. 
We are of the opinion, and so find, that the class rates 
from Houston to points on the branch line of the Loufsiana 
& Western, Morse, Gueydan, Kaplan, Lastie, and points 
intermediate should not exceed a 70-cent scale. 
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Increases in Certain Commodity Rates. 


Protests have also been entered against the following: 

1. Increases in the rate on soap and washing com- 
pounds, from Houston to New Orleans and group 4 points, 
from 29 cents to 30 cents. The only reason given for this 
increase is that the rate from New Orleans to Houston is 
30 cents and that the increase was made for the purpose 
of equalizing the rates in both directions. This explana- 
tion is not convincing. The same results could have been 
as well attained by a reduction of the New Orleans-Houston 
rate to 29 cents. No other evidence having been pre- 
sented as to the reasonableness of the increased rate, we 
find that the burden of proof has not been sustained. 

2. The increase in rates on the same product, how- 
ever, from Houston to Lake Charles and West Lake from 
15 cents to 26 cents, presents other questions. for consid- 
eration. Houston is in the Galveston-Texas City group, 
which in both tariffs carries a 26-cent rate to Lake Charles. 
The carriers contend that the 15-cent rate carried in 21-M 
to Lake Charles was unreasonably low. The distance from 
Houston to Lake Charles is approximately 144 miles. From 
Port Arthur, a competitive point on seaboard traffic to 
Texas and Louisiana points, and only about 50 miles 
distant from Lake Charles, the rate is 15 cents. This in- 
crease is obviously one which is necessitated by the avowed 
general purpose of the new tariff, to eliminate, so far as 
possible, abnormalities in the old tariff and to provide 
for traffic between Texas and Louisiana points a more 
evenly balanced and equitably adjusted schedule of rates. 
The 15-cent rate from Houston was clearly out of line 
with corresponding rates from the group to which Houston 
logically belongs, and in revising it the carriers naturally 
turned to rates in effect from points in the Houston 
group. Under the circumstances this increase was justi- 
fiable and will not be disturbed. 


3. Increases were made in the rates on scrap iron in 
carloads from New Orleans and New Iberia to Houston, 
from $2.50 per ton of 2,000 pounds to 16 cents per 100 
pounds, or $3.20 per ton. The same increase was made 
from New Orleans to Beaumont and is one of the causes 
of the protest of the Beaumont Chamber of Commerce, in- 
tervener. ; 

The testimony shows that some time ago, for the pur- 
pose of encouraging the development of the scrap iron 
business at Beaymont, the rate of $2.50 was established, 


that being a reduction from the rates previously in effect. 


As a result of the rate thus. established the scrap iron 
business has flourished and a substantial’ amount of traffic 
has moved under the existing rate. 


Defendants stated that in the opposite direction the 
class rate of $3.20 is applicable, and that for the sake of 
uniformity the commodity rate had been canceled, leaving 
the class rate in effect. As previously observed, a dis- 
parity between two rates can as logically be removed by a 
reduction of the higher rate as by an increase in the 
lower rate. In the absence of proof that the higher rate 
is reasonable a carrier which advances a rate to the level 
of another rate does not sustain the burden of proof im- 
posed by the statute merely by pointing out that the object 
of the increase was to remove the disparity. The distance 
from Houston to New Orleans is 362 miles; from Beau- 
mont to New Orleans, 278 miles. The $2.50 rate for these 
distances yields rates per ton-mile at 6.9 and 8.9 mills, 
respectively. Scrap iron, as this Commission has several 
times held, is a very low grade commodity and should take 
a low rate. In comparison with earnings on similar com- 
modities in the same general region these earnings per 
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ton-mile do not seem unreasonably low. The defendants 
have not justified the advance and the rate of $2.50 per ton 
should be restored by such of the defendants as partici- 
pated in it. The defendants having failed to justify the 
increase of 1 cent in the rate on scrap iron to Houston 
from De Quincy and Port Barre, and intermediate points, 
and from Rork to Lawson, inclusive, we are constrained 
to hold that the rate of 15 cents per 100 pounds should 
also be restored. 

The Beaumont Chamber of Commerce entered a pro- 
test also against increases in the class rates from Beau- 
mont to Gulf & Sabine River points, such as Fullerton. It 
was stated at the hearing, however, that instructions had 
already been given to defendants’ agent to amend the 
tariffs in such a way as to remove the cause of the protest. 


Protest of Orange Commercial Club. 


The Orange Commercial Club protests against pro- 
posed increases in the class rates from Orange to Lees- 
ville and certain other points on the Kansas City Southern, 
north of De Ridder and south of Leesville. The increases 
made in these rates were material, it being proposed to 
substitute a 90-cent scale for the 50-cent scale now in 
effect. The 90-cent scale applies to all points on the 
Kansas City Southern beginning at De Ridder and extend- 
ing as far north as Arkansas. The only explanation of 
this material increase offered by the defendants is found 
in their cross-examination of protestant’s witness. It is 
there suggested that the 90-cent scale is applied over a 
considerable distance, and that any group rate has to 
begin somewhere. No serious defense of the increase was 
attempted and we are constrained to hold that it has not 
been justified. 

It was admitted by the principal witness of defend- 
ants at the hearing that fourth section violations were 
numerous in the former tariff, 21-M. They are not spe- 
cifically pointed out in the record, nor is it shown to what 
extent they were eliminated in the new tariff. In view 
of the unsatisfactory condition of the tariff generally it is 
not improbable that there are still instances where the 
fourth section is violated, and the carriers will be expected 
to see that such violations are eliminated or have been 
protected by proper application to the Commission. 

It will be left to the carriers in the first instance to 
revise their tariffs in conformity with the findings herein. 
If tariffs embodying the changes suggested herein are not 
filed by Feb. 20, 1915, an appropriate order. will be issued. 


COMMUTATION FARES 


The Interstate Commerce Commission declined to 
suspend the operation of tariffs naming increased com- 
mutation fares between Philadelphia and suburban points, 
which tariffs became effective December 15. The Com- 
mission also declined to suspend increased commutation 
fares between certain points in Maryland, located on the 
Pennsylvania Railroad, and Washington, D. C., provided 
for in a tariff filed by that carrier effective December 15. 

It was the view of the Commission, upon considera- 
tion of the facts before it, that it should not exercise 
its authority to suspend in these instances. The fact 
that the Commission has not suspended the new sched- 
ules, carries with it no expression of approval as to the 
reasonableness of the changes made, and is without preju- 
dice to the right of any of those using commutation tick- 
ets in the affected territory to challenge in a formal pro- 
ceeding the reasonableness of the schedules protested 
against. 
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ADVANCED RATE DECISION 


Commission Grants Five Per Cent Increase But 
Confines It Practically To All-Rail Merchandise 


Washington, D. C., Dec. 18.—With Chairman Harlan 
and Commissioner Clements dissenting, the Commission 
to-day granted the five per cent increase, to be made 
on ten days’ notice, with these exceptions: Rail-lake- 
and-rail; lake-and-rail; hard and soft coal; coke; iron 
ore, and rates governed by unexpired orders of the Com- 
mission. Brick, tile, cement, clay and plaster rates, held 
down by the decision of July 29, will be increased. 

Joint rates between Official Classification territory 
and southeastern and southwest and points on or east 
of the Missouri are allowed to go up so as to give the 
carriers in Official Classification five per cent increase 
in their divisions. If such increases would violate fourth 
section, relief must be obtained before they may be in- 
creased. 

Rates to and from New England to Trunk Line 
and Central Freight Association territory, to preserve 
the established relationships between points or ports 
in New England and points or ports in Trunk Line, 
may be increased not more than 5 per cent, sub- 
ject to established Atlantic port differentials. Rates to 
and from New York may be increased not more than 
5 per cent, and rates to and from Portland, Boston, 
Philadelphia and Baltimore may be increased to the 
extent necessary to maintain differentials. Rates in- 
creased since July 29 may not now be increased so as 
to exceed those then in effect by an aggregate of more 
than 5 per cent of the intraterritorial rate, or of the 
portion or division of the interterritorial rate accruing 
to the road or roads in Official] Classification territory, 
as the case may be. ‘ 

Carriers that filed tariffs making increases on grain, 
live stock and so forth get permission to cancel them 
and file tariffs making increases of not more than 5 
per cent, and the suspensions will be vacated. 

The effect of the limitations is practically to con- 
fine the increases to all-rail merchandise. Water com- 
petitive rates being held down makes it doubtful whether 
financial results will suit the railroads. Rail-and-lake 
differential, when navigation opens again, will be 16.75 
cents, first class, New York-Chicago, instead of 13 cents. 





FIVE PER CENT INCREASE ALLOWED 


THE TRAFFIC SERVICER NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission, December 12, issued an order al- 
lowing increases in joint rates to western, southwestern 
and southeastern territory so as to enable C. F. A. roads 
to get an ificrease of not more than five per cent on 
their divisions. In no instances, however, is the increase 
to be made on anything except the commodities on which 
five per ceint increase was allowed by the order of July 29. 

Those increases go into effect on five days’ notice. 
The rate is allowed so as to make the joint rates the 
same as the combinations of locals and proportionally up 
to Ohio and Mississippi River crossings, which went 
into effect October 26. Most traffic to the territories 
mentioned from C. F. A. moves on combination, so the 
increase in dollars and cents amounts to little, but it 
had to be allowed to make the rate structure symmetrical. 
The order is as follows: 




















December 19, 1914 





“It appearing that in the Commission’s report herein 
31 I. C. C. 351), on pages 403, 404 and 405, the Commission 
found that certain increasesin in traterritorial rates therein 
specified, in Central Freight Association territory, would 
be reasonable, and that the respondents have since pub- 
lished and filed said increased rates in conformity with 
such authority; that rates between points in Central 
Freight Association territory and points west and north- 
west thereof, along the Missouri River, in Colorado and 
Utah, are generally made up of the combination of in- 
termediate local or proportional rates to and from the 
Mississippi River crossings, as a result of which the in- 
creased intraterritorial rates in Central Freight Associa- 
tion territory authorized by the Commission are now ap- 
plicable to traffic moving between points west of the 
Mississippi River and points in Central Freight Associa- 
tion territory; and that such increased intraterritorial 
rates are likewise applicable to traffic moving between 
points in Central Freight Association territory and points 
in southeatstern territory upon which joint through rates 
are not published, and upon which the Central Freight 
Association territory lines receive their separately estab- 
lished local or proportional ‘rates to or from Ohio River 
crossings; 

“And it appearing, That joint through rates are gen- 
erally maintained for the transportation of traffic between 
points in Central Freight Association territory and the 
territory generally known as southwestern territory, and 
for the movement of traffic between many points in Cen- 
tral Freight Association territory and the territory gen- 
erally known as southeastern territory; that said tariffs 
naming joint rates between Central Freight Association 
and southeastern territory frequently specify the sep- 
arate factors of said rates which accrue, respectively, to 
the lines north and south of the Ohio River crossings; 

“And it appearing, That proposed increased joint rates 
between points in Central Freight Association territory 
and points in southwestern and southeastern territories 
were required to be canceled by the order entered herein 
under date of July 29, 1914; 

“And it further appearing, That said order should 
be modified to the extent that may be necessary to permit 
respondents to establish joint through rates between the 
points aforesaid which shall be sufficiently increased over 
the existing joint through rates to allow carriers oper- 
ating within Central Freight Association territory an 
increase of five per cent in the customary divisions which 
they receive on traffic moving under joint through rates 
through Mississippi River or Ohio River crossings; 

“It is ordered, That respondents be, and they are 
hereby, authorized to make effective upon not less than 
five days’ notice to the Interstate Commerce Commission 
and to the general public in the manner prescribed in 
section 6 of the Act to regulate commerce, joint through 
rates for the transportation of freight between points 
in Central Freight Association territory and points in 
western, southwestern and southeastern territories, which 
shall be in excess of the existing joint through rates 
only to the. extent that may be necessary to allow lines 
operating within Central Freight -Asociation territory an 
increase not in excess of five per cent above the cus- 
tomary divisions which said lines in Central Freight As- 
sociation territory have heretofore received out of said 
joint rates for the transportation of traffic under such 
rates to and from Mississippi River or Ohio River -cross- 
ings; and in cases where the tariffs containing said joint 
rates state separately the factors thereof applicable north 
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of the Ohio River and east of the Mississippi River, the 
new tariffs published under authority of this order shall 
state separately the increased factors accruing to the 
Central Freight Association lines; provided, that under 
the authority hereby granted no increased rates shall be 
established upon commodities as to which increased rates 
within Central Freight Association territory were not au- 
thorizea by the Commission in said report, and that where 
the relationship between through and intermediate rates 
would be altered by the permisison incorporated in this 
order involving a departure from the strict requirements 
of the fourth section, the carriers, before filing tariffs 
permitted in this order, must first file applications for 
relief under the fourth section, and only when such ap- 
plications have been favorably acted upon may the.car- 
riers in such cases avail themselves of the permission 
incorporated in this order; ; 

“It is further ordered, That a copy of this order be 
served upon the respondents herein and upon their agents 
named in the Commission’s order herein of July 29, 1914.” 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


December 11, in I. and S. No. 548, the Commission 
suspended from December 16 until March 30 schedules 
in Supplements Nos. 34 and 35 to Leland’s I. C. C. No. 
1009. They increase rates on packing-house products, 
fresh meats and other articles transported in peddler cars 
from points in Oklahoma and other states, to interstate 
points, similar to those suspended by a previous order 
in the same docket. 

December 14, by fifth supplemental order in I. and S. 
No. 555, the Commission suspended to March 31 the 
following: 





Chicago, Rock Island & Pacific—Sup. 14 to I. C. C 
No. C-9386, effective December 14; Sup. 1 to I. C. C 
No. C-9732, effective December 16; Sup. 1 to I. C. C 
No. C-9738, effective December 16; I. C. C. No. C-9770, 


effective December 16. 

Northern Pacific—Sup. 2 to (N. P. Ry.) I. C. C. No. 
5447, effective December 15. 

At the close of December 14, but not issued until the 
next day, as to the tariffs naming increased rates on live 
stock, fresh meats and packing-house products from St. 
Louis and Chicago to eastern points and on grain and 
grain products from Chicago to eastern destinations, the 
Commission issued two more important I. & S. orders— 
No. 562, relating to rates on live stock and meats, 
and No. 556 on grain and grain products. In Il. & 
S. No. 562 the suspensions are until April 15. L & S&S. 
No. 556, involving grain and grain products, was initiated 
some time ago by the suspension of tariffs with effective 
dates early in December. The tariffs on that subject is- 
sued by the larger roads bear the effective date of Decem- 
ber 16. The tariffs of the smaller roads have required the 
issuance of three prior orders, so that the really important 
one in that matter is this fourth supplemental. Tariffs 
were suspended by it to March 31. 

December 15, in I. & S. No. 565, the Commission sus- 
pended, until April 14, the fourth supplement to Detroit 
& Toledo, I. C. C. No. 492, the effective date of which was 
December 15. It involves absorption of switching charges 


at Toledo, Detroit and Wyandotte. : 
December 15, in I. & S. No. 519, the Commission sus- 
pended until January 29, supplement No. 4 to O’Connor’s 
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I. C. C. No. 48, involving increased passenger fares on 
the D. & R. G. via Ogden and Salt Lake. 

December 15, in I. & S. No. 514, the Commission sus- 
pended until March 15 supplement No. 32 to Countiss’ 
I. C. C. No. 956, involving westbound transcontinental 
refrigeration charges. 

December 15, in I. & S. No. 564, the Commission sus- 
pended the following tariffs to April 14: The Baltimore 
& Ohio Railroad Co.: Supp. No. 4 to I. C. C. No. A-3213. 
Pennsylvania Railroad Company; Philadelphia, Baltimore 
& Washington Railroad Co.; West Jersey & Seashore Rail- 
road Co.: Supp. No. 5 to I. C. C. No. 4508, I. C. C. No. 
4784. They contain new rules and regulations with regard 
to checking baggage on combination of passenger fare 
tickets. 

December 16, in I. and S. No. 566, the Commission 
suspended from December 16 until April 15 the operation 
of schedules published in Supplement No. 14 to Leland’s 
I. C. C. No. 1042. They increase the minimum charge 
on less-than-carload shipments between points in Kansas 
and Oklahoma and other states from 25 cents to 50 cents. 


CHICAGO COAL CONTROVERSY 


A two-hour discussion of the long-standing controversy 
between the Chicago, Milwaukee & St. Paul and its east- 
ern and southern connections as to the proper amount they 
should pay to it out of their rates on the coal they turn over 
to it for delivery in the north half of Chicago took place be- 
fore the Commission Dec. 11. It grows out of a decision 
by the Commission, made May 5, 1913, that the rates to 
delivery points on the St. Paul should be through rates 
instead of rates to the ends of the rails of the line haul 
carriers plus a switching charge for the Milwaukee. 

The North Chicago users of coal from Indiana, south- 
ern Illinois, West Virginia and Ohio complained against 
the switching rates the delivering. carrier imposed, with 
the result that the Commission prescribed through rates, 
thereby precipitating a controversy between the line haul 
carriers and the Milwaukee. Coal is excepted from the gen- 
eral switching tariffs. The Milwaukee has the terminals 
and insists upon divisions away above what the line haul 
carriers think it should have. They think it is a switch- 
ing service and that the eastern and southern carriers are 
insisting that it open its terminals to them without proper 
compensation. It rejects the theory that it is a reciprocal 
switching service. 

O. W. Dynes defended the course of the Milwaukee. W. 
W. Collin spoke for the New York Central Lines, James 
Stillwell for the Pennsylvania and R. V. Fletcher for the 
Illinois Central. The Milwaukee asked the Commission to 
settle the dispute as to the divisions of the through rates it 
said in its order of May 5, 1913, should be established so as 
to enable industries on the north side to get coal on terms 
of substantial equality with competitors in other parts of 
the city. Its testimony goes to the point that the deliver- 
ing carrier is entitled to much more than a division based 
on mileage. The haul is seven miles loaded and seven 
miles empty, on the average. That is a mere fraction of 
the total mileage made in the hauling of the coal and 
divisions based on that, the Milwaukee contends, amount 
to a taking of its property, without adequate compensation. 
It amounts to an opening of its expensive terminals to 
other carriers who have not seen fit, as Mr. Dynes said, to 
invest money in terminals with the liberal hand used by 
the Milwaukee. Another point made is that switching en- 

.- gine mileage, on an average, is 43 per cent of the total 
engine mileage, so that the payment of divisions based on 
total haul would be ridiculous. 
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THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Arguments were begun December 16 on the applica- 
tions of the various railroads for permission to retain 
their interest in or control of water lines which compete 
or may compete with carriers by land, notwithstanding 
the language of the Panama Canal addition to the act to 
regulate commerce which forbids such ownership or con- 
trol unless the Commission believes the public interest 
is served by a continuance of it. They will continue, it 
now appears, for an indefinite number of days before 
the whole subject can be covered. The arguments begun 
on the day mentioned, however, pertain to the ownership 
and control by eastern trunk lines, of the package steam- 
ers on the Great Lakes and boats on the Erie Canal. 


An interesting report, originating at the Department 
of Justice, has it that the Commission, before having 
heard the arguments of the attorneys for the New Haven, 
or even before an. examination of the record made at 
the hearings, has come to the conclusion that the New 
Haven must divest itself of its Sound steamers and all 
the property used by it in connection with its water 
lines everywhere. Attorney-General McReynolds, in his 
negotiations with the New Haven with a view to arriv- 
ing at the terms of an agreed decree of dissolution under 
the anti-trust act, agreed to allow the Interstate Commerce 
Commission to decide as to whether that divorce should 
take place. The men who have been handling the matter 
since Mr. McReynolds was appointed to the supreme 
bench are responsible for the report that the Commission 
has decided the matter in advance of the arguments. It 
is assumed that the wish, on their part, is father to the 
thought that the Commission has come to a conclusion 
before it has formally or informally considered the subject. 


The whole of the morning session of the Commission’s 
first day on the subject was devoted to a recital of the 
legislative history of the Panama Canal act, and the chief 
points in the testimony taken by Examiner Elder, who 
presided at the hearings when the testimony was taken. 
He pointed out the wide scope of the authority conferred 
on the Commission, which is authorized and directed to 
find out what the public interest requires and then to grant 
or withhold permission to the railroads, which have ac- 
quired an interest in water lines which compete or may 
compete, not merely with the land lines having the in- 
terest or control, but with any railroad. 


While he pointed out the great authority and wide 
discretion conferred by the law, he took up only the testt- 
mony with regard to the applications of the Pennsylvania, 
Lehigh Valley, New York Central, Rutland, Grand Trunk 
of Canada and the Rutland Railway for permission to re- 
tain the package carriers on the Great Lakes, all of which 
are members of the Lake Lines’ Association. Mr. Elder 
contended that the testimony shows that that association 
is the organization through which the eastern trunk lines 
control the steamship business on the Great Lakes. He 
said that while there are two independent lines in that 
association, the Detroit & Cleveland Navigation Co. and 
the Cleveland & Detroit Transit Co., they are independent 
in name only, because the Anchor Line, the one owned by 
the Pennsylvania, insists upon a differential on business 
between Cleveland and Detroit admittedly for the purpose 
of holding a club over the D. & C. boats. He said that 
the managers of the independents were reluctant witnesses, 
confessing that they continue in the business because 
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the combination permits them to do so under conditions 
prescribed by it. 


Prior to 1900. 


Mr. Elder pointed out that prior to 1900 lake and rail 
rates were on the basis of 54 cents first class. The move 
by the eastern trunk lines to gain control of the lake 


package carriers began in that year and was consummated - 


in 1907, by which time the lake and rail rates had been 
put up to 62 cents first class. In 1910 they would have 
been put up to 70 cents, or only five cents under the all- 
rail scale, except for the refusal of the Grand Trunk of 
Canada to join in that move. He said that the Grand 
Trunk, which controls the Canada & Atlantic Transit Line, 
insists upon trunk lines allowing it to maintain a differ- 
ential lake and rail line with a scale beginning at 52 
cents, first class. 

As to transportation via the Erie Canal, he said the 
control by eastern trunk lines is absolute In 1880, he 
said the tonnage moving via the canal was six and a 
half times as great as it was in 1910, and that the record 
makes clear why this condition prevails. He read a letter 
from Francis LaBau, traffic manager of the New York 
Central, to C. C. McCain, trunk line commissioner, sug- 
gesting that because the Federal Sugar Refining Co. had 
moved 13,000 barrels of sugar via the canal and lakes 
from Yonkers to Chicago that the canal and lake rates 
should be’ put up. Mr. Elder said that on the witness 
stand Mr. McCain had contended that sugar should move 
all-rail and not all-water, as in this instance. 

The examiner insisted that the record shows it is 
not for the public interest that this control by American 
roads should be allowed to continue. As to whether the 
Grand Trunk should be allowed to continue, because it 
insists upon a lake-and-rail differential line, he left to 
the Commission without suggestion from him. 

Mr. Elder said that ever since the trunk lines got 
control of the package carriers on the great lakes their 
tonnage has stood still, while that of the all-rail lines 
has largely increased... He related several incidents, 
brought out in testimony, to show that while the Lake 
Line Association is supposed to be open for the receipt 
of any steamship line that may desire to come in, as a 
matter of fact it is a close corporation affair from which 
the newcomer is excluded by the simulation of a fear 
on the part of the members that he is not financially 
responsible or that, as a transportation proposition, he 
will not make good or that he will not be regular. 

Mr. Elder also pointed out a number of futile at- 
temps on the part of western trunk lines to ‘make through 
route and joint rate arrangements with the independent 
lines, even on the bases established by the existing 
lake-and-rail through routes. Each attempt brought out 
protests from the traffic officials of the rail lines and 
from Chairman McCain of the Eastern Trunk Line As- 
sociation to officials of the western association. 

The examiner further pointed out that the men who 
attend the meetings of the Lake line association, with 
two exceptions, are also officials of the trunk lines, so 
that instead of in fact being a meeting of lake lines, they 
are really meetings of carriers by land interested in 
diverting traffic to all-rail routes. 

A_ Different Aspect. 

A different look was: placed upon the Great Lakes 
and Erie Canal package freight matter Wednesday after- 
noon and Thursday, when R. W. Barrett, for the Lehigh 
Valley, H. A. Taylor for the Erie, Douglas Swift for the 
Lackawanna, L. T. Michener and George Stuart Pat- 
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terson for the Pennsylvania, presented the arguments 
as to why the railroads should be left in control of the 
water lines.. They pointed out that the first moves 
toward the arrangements now in existence were made 
by the lake steamship lines, which could not guarantee 
the delivery of freight east of the lake ports unless they 
could make arrangements with the carriers by rail for 
a supply of cars at the times when the boats were due 
to arrive. - 


The interests of the railroads in the steamship lines 
grew because the steamship lines often had to obtain 
money from their rail connections. They could not make 
money enough to tide over the dull times. The fact 
that they did not make money enough to finance them- 
selves all the time, it was pointed out, was sufficient 
reason for increases in rates which Mr. Elder had pointed 
to as evidence of a predetermined plan on the part of 
the railroads to get control of the water lines. 

Regularity of sailings, it was asserted, is one of the 
most essential facts needed in connection with the 
through routes over which package freight is to be car- 
ried. Regularity is to be procured and held only through 
sailings at the appointed hour, whether there is or is 
not. a full cargo, and sailings with less than a full 
cargo increase the cost for the freight that is for- 
warded on time. Régularity of service and full respon- 
sibility are assured by the close connection between 
the rail and water lines. Mr. Patterson pointed out 
that the Anchor line, eighteen years before the Penn- 
sylvania became interested in it, went to a lot of trouble 
to make arrangements with railroad lines which were 
not in any way connected with the Pennsylvania, and 
when they did become part of the Pennsylvania system 
the Anchor line was more anxious to retain the arrange- 
ments than was the Pennsylvania, which had its own 
rails to Chicago, but not to points reached by Anchor 
line steamers. 

What is true with regard to the Anchor line and 
the Pennsylvania, it was pointed out, is also true with 
regard to other rail and water carriers. The Pennsyl- 
vania has through route and joint rate arrangements 
not only with its own Anchor line, but the independents 
and with Canadian steamship lines as well. 


BUFFALO GRAIN RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
Hearings were begun Monday morning in the com- 
plaints of the Buffalo Chamber of Commerce and Buffalo 
Board of Trade and others against the Buffalo Creek 
and other railroads and the same complainants against 
the Baltimore & Ohio and other carriers. They are, in 
effect, the effort that is being made by Buffalo grain 
and flour interests to bring about the establishment of 
reshipping rates at Buffalo and the: recognition of the 
rule, by the carriers, that rates from Buffalo to the 
ports should be 53 per cent of the rates from Chicago. 
Bverything indicated at the beginning that it would 
be a hard-fought controversy, the complainants contend- 
ing that the railroads are endeavoring té force grain 
and flour to move all-rail and that they have arranged 
their rates as near as they might, to bring about the 
elimination of Buffalo as a competitor with cities from 
which they get an all-rail haul. 


Clement H. Cochran of the Buffalo plant of the Wash- 
burn-Crosby Co. was the only witness examined at the 
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Monday morning session, and the indications were that: 


the hearing would continue for three or four days, if 
not for the entire week. A half dozen railroad lawyers 
faced Francis B. James and attorneys for other shippers. 
They put Mr. Cochran through a hard cross-examination 
on his propositions that it costs the Buffalo mill, which 


was established in 1905, 4.25 cents a bushel more than . 


Duluth for wheat for that mill during the summer and 
9.25 cents for its supply of grain for winter grinding. 
The supply for winter comes down by boat, but the cost 
of holding it, he testified, is five cents a bushel more than 
‘the cost for the summer supply, over the cost of the 
wheat at Duluth. 

Mr. Cochran frankly admitted that, ‘if possible, the 
millers at Buffalo would like to have the flour rate lower 
than the grain rate, but he said that was obviously im- 
practicable; therefore, he said, they were insisting that 
the wheat and the products rate should be on a parity. 
He said their complaint was that both are too high from 
Buffalo to the East, and that they were willing to stand 
or fall on that proposition. He said that, considering 
the cost -f the terminal service at Philadelphia and Balti- 
more, the difference of one-half cent of those ports under 
New York, from Buffalo, is not sufficient. He also testi- 
fied that in his opinion the railroads performed a less 
service for export flour than they perform on flour deliv- 
erea at the ports. The flour rate from Buffalo to New 
York is 11 cents, while to Philadelphia and Baltimore 
it is 10% cents. That those rates apply whether the 
flour is going to remain in those eities or is going to be 
exported. The Chicago miller has a reshipping rate at 
the ports which is 5 cents less than the domestic rate; 
that differential the complainants cite as evidence of the 
attempt on the part of the railroads to force flour and 
grain to move all-rail from western milling points to the 
Atlentic ports instead of having it stopped at Buffalo. 

Messrs. Parker, Ballard and Burgiss, for the B. & O., 
New York Central and Erie, cross-examined Mr. Cochran 
at length as to the factors entering into the cost of the 
summer supply and the winter supply of wheat for the 
Buffalo mills with a view to breaking down his contention 
that they are at a disadvantage compared with Chicago 
and Minneapolis. 


Grain ex-Lake from Buffalo. 


At the Monday afternoon session Chas. M. Kennedy, 
secretary of the Chas. Kennedy Co., grain merchants, at 
Buffalo, N. Y., was put on the stand to tell the difficulties 
he and others situated such as his company is have 
in merchandising grain practically all ex-lake from Buf- 
falo. He said this company gets wheat from the North- 
west through Duluth and from the Southwest via Chi- 
cago. It buys the wheat in’ Duluth, but its supply from 
the Southwest is bought in‘ southwéstern markets in 
competition with Chicago. « 

The wheat from the Northwest, he said, his company 
is able to sell in Buffalo and the Hast generally, but 
that coming to his elevators from the Southwest he 
cannot market beyond a few miles from Buffalo, because 
the rate adjustment enables the Chicago merchants to 
make a lower delivered price. _The only place where 
he has any advantage over the Chicago merchants is 
in New York City, where, if wheat is $1 in Chicago, the 
Kennedy company is able to put it into New York $1.095, 
while the Chicago man cannot do better than $1.096. 
That’s an advantage of one-tenth of a cent a bushel, if 
the lake rate is not in excess of one and a half cents 
per bushel. 
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“When the lake rate goes up above 1% cents we go 
out of the market,” said Mr. Kennedy. Inasmuch as 
that happens not infrequently, his company is frequently 
unable to do business, because the all-rail adjustment 
is such, he asserted, as to make it impossible for Buffalo 
merchants to compete with Chicago in any of the eastern 
markets. 

“The Philadelphia and Baltimore situation is impos- 
sible,” said- the witness. “When wheat is $1 in Chicago 
we can get into Philadelphia with a delivery price of 
$1.095, but Chicago, taking advantage of the 14-cent re- 
shipping rate, gets there at a cost of $1.084. In Baltimore 
the margin against us is even greater. Our cost there 
is $1.095, while the Chicago man gets there at a cost 
of $1.078. That puts us wholly out of those two markets.” 

Mr. Kennedy filed exhibits in which he contrasted 
Buffalo and Chicago on a per-mile-per-ton basis. Chi- 
cago, with a mileage of 719, gets into Baltimore on a 
rate of .00352, while the Buffalo grain ex-lake gets in at 
a cost of .00776. He also had exhibits as to Philadelphia. 

Mr. Kennedy was on the stand until noon Tuesday, 
going into the details of his exhibits and answering ques- 
tions as to markets, market competition and competition 
between millers in the selling of their product. He was 
excused at that time and Clement H. Cochran, the first 
witness, was recalled, because Examiner Bell desired 
to ask him questions as to why he was not able to use 
the all-rail rates which, the attorneys for the railroads 
are insisting, enables the Buffalo merchants to compete 
with the Chicagoan on terms of equality. When Mr. 
Kennedy testified that the Buffalo merchant is able to 
get into New York at an advantage of one-tenth of a 
cent a bushel, they seized upon that fact with avidity 
and conducted a vigorous cross-examination before Mr. 
Kennedy had testified as to the wide margin of disad- 
vantage under which the Buffalo man labors at Baltimore 
and Philadelphia. 

Buffalo Complainants. 


The chief part of the testimony on behalf of the 
complaining Buffalo interests was put in by E. BE. Wil- 
liamson, who took the stand Wednesday afternoon and 
held it the greater part of the last-mentioned day. Be- 
fore he was put on the stand George E. Pierce, an 
elevator man at Buffalo, described the situation from the 
point of view of a man who is interested only in the 
ex-lake grain. Mr. Brown, representing the Chicago 
Board of Trade interests, was called upon to clear up 
parts of the question relating more particularly to the 
Chicago end of the grain rate adjustment. The ques- 
tion of where the Chicago interests would find them- 
selves in this struggle was answered in part by the 
character of testimony given by him. From that it was 
inferred that the intervening Chicagoans would be on 
the side of the complaining Buffalo interests, probably 
on the theory that any change which will promote a 
greater movement to Buffalo by the lake will serve to 
draw more grain to Chicago. 

H. T. Burns, a grain merchant at Buffalo, testified 
along the same general lines, followed by Charles M 
Kennedy, who told of the difficulties the Buffalo mer 
chant has in meeting the competition of competitors at 
Chicago, who are able to ship into the eastern territory 
on the reshipping rates such as Buffalo thinks it ough' 
to have, 

Mr. Williamson’s basic. proposition was that Buffal 
should be on the basis of 53 per cent of any and al 
rates between Chicago and New York, whether propo! 
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tional reshipping domestic or export. He offered several 


exhibits and promised several more in answer to re- : 


quests from Examiner Bell, who evinced a strong desire 
to go into every phase of the subject. Williamson said 
that every point between the termini, not merely Buf- 
falo, should be on the percentage basis, which has 
worked so well with regard to the general scale of class 
rates. He pointed out that grain is one of the excep- 
tions to the percentage basis. 

Attorneys for the railroads wanted to know if the 
latest decision of the Commission, made in the Toledo 
case, was not made in relation to the Buffalo rates 
rather than the Chicago rates. 

“A fair reading of Commissioner Meyer’s opinion 
indicates that it was made on the assumption that Buf- 
falo ex-lake rates are 60 per cent of the Chicago-New 
York rates, when as a matter of fact they are not,” 
answered the witness. 

“Will the railroads agree to place the Buffalo grain 
rates on the 60. per cent basis?” asked Mr. James, di- 
recting his inquiry to Attorney Burgess, who started the 
line of questions with regard to the Toledo adjustment. 
Mr. Burgess would not answer the question. Mr. James 
indicated ‘that he would be glad to have that sort of an 
arrangement made. 


PERSONAL NOTES 


Axel E. Barquist is appointed freight solicitor of the 
Star Union Line, in connection with the agency at Des 
Moines, Ia. 

Herschel F. Twining is appointed freight solicitor of 
the Star Union Line, in connection with the agency at 
Los Angeles, Cal., in place of Ira Arch, transferred. 

Paul Pinkerton, commercial agent of the Southern 
Railway at Atlanta, Ga., has been appointed commercial 
agent at Athens, succeeding George Robertson, trans- 
ferred. 

Fred E. Signer, commissioner of the Association of 
Lake Lines, has been appointed general eastern freight 
agent for the Lehigh Valley Railroad, with headquarters 
at New York. 

The Tonopah & Tidewater Railroad announces that 
January 1 the offices of B. W. Fernald, auditor, H. Esche- 
rich, cashier, and F. M. Jenifer, traffic manager, will be 
moved from Oakland to Los Angeles, Cal. 

F. L. Word, live stock agent of the Southern Railway, 
Virginia & Southwestern, Georgia Southern & Florida, 
Hawkinsville & Florida Southern, and Macon & Birming- 
ham at Atlanta, Ga., has been appointed live stock freight 
agent, with headquarters at Atlanta. 

M. V. Rodney has been appointed freight traffic man- 
ager of the United Fruit Co., with offices'at New York 
City. The freight traffic manager shall have charge of 
all freight traffic matters. R. G. Cadiz is appointed gen- 
eral freight agent, Northern division, with offices at New 
York City. 

The Lehigh Valley Railroad has created the position 
of western traffic manager, to be located at Chicago. The 
new official will be the highest of the system outside of 
its general offices in New York and will have charge of 
both the freight and passenger business in the West. 
Eugene J. Henry, general western freight agent of the 
Lehigh Valley, with offices in Chicago, has been named 
for the position, as has been announced in these columns. 
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The departure from organization methods by which Mr. 
Henry will have charge of both freight and passenger busi- 
ness is an effort to bring about a closer co-operation be- 
tween the two branches of the service. Recently the Le- 
high Valley named W. T. Grier as general traffic manager, 
reporting only to the vice-president in charge of traffic, 
with jurisdiction over both freight and passenger business, 
and his appointment of Mr. Henry follows closely. All 
passenger and freight men of the Lehigh Valley in Chicago 
and to the west will report to Mr. Henry. Mr. Henry 
has lived in Chicago many years. He was born on a ship 
flying the American flag, of which his father was the 
skipper, at Penang, East India, and his early life was 
spent in Maine. His cousin, Capt. W. P. Henry, who lives 
in Buffalo, N. Y., was one of the pioneers in modern-day 
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EUGENE J. HENRY. 


navigation on the Great Lakes. He was the designer of 
the steel package-carrying vessel now in general use on 
the lakes. Twenty-five years ago Eugene Henry went to 
work for the Lehigh Valley Transportation Company, the 
concern his cousin had organized, as an assistant agent. 
The Lehigh Valley Transportation Company is the boat 
line of the railroad. Since then he has gone steadily up- 
ward. Other Chicago representatives of the Lehigh Valley 
gain promotion as a result of the changes. A. B. Hill, 
general agent of the passenger department, has been made 
an assistant general passenger agent of the system and 
moved to Philadelphia. D. F. Lindsley, city passenger 
agent, has been named western passenger agent to suc- 
ceed Mr. Hill. 

E. U. Baker has been appointed division freight agent 
of the Erie Railroad at Meadville, Pa., succeeding T. F. 
Powell, resigned; H. J. Young has been appointed assist- 
ant general manager of the Erie Dispatch, Chicago, suc- 
ceeding W. A. Wayman, transferred, and Charles B. 
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King, agent of the Erie Dispatch at St. Louis, in place 
of Mr. Young. 

Ivy Ledbetter Lee, executive assistant of the Penn- 
sylvania Railroad, with headquarters at the general office 
in Philadelphia, has resigned to become a member of 
the personal staff of John D: Rockefeller, New York City, 
and will take up the duties on this staff of Jerome D. 
Greene, who will in future devote his entire time to the 
Rockefeller Foundation. 

The officials of the Milwaukee Corrugating Co., Mil- 
waukee, Wis., announce that J. E. Tracy is appointed 
manager of sales in full charge of their entire sales force 
and will hereafter direct the selling policy of the con- 
cern. Mr. Tracy is well known in railway circles, having 
been for several years traffic manager of the Milwaukee 
Corrugating Co., and in this capacity, as well as a mem- 
ber of the Sheet Metal Club Traffic Association, has been 
active in connection with ‘traffic work considered before 
the Trunk Line and Classification committees. 

Harry L. Miller, whose appointment as president of 
the Interstate Railroad Co. has been announced, was born 
July 31, 1872, at Huntsville, Ala.; educated at Howard 
College, East Lake (Birmingham), Ala., 1889-1891; en- 
tered railway service May 1, 1892, after which he was, to 
Oct. 31, 1895, secretary to general freight agent, Georgia 
Pacific division, Richmond & Danville road; Nov. 1, 1895, 
to Nov. 30, 1898, secretary to traffic ‘manager, Southern 
Railway; Dec. 1, 1898, to Aug. 31, 1899, soliciting agent 
at Richmond, Va.; Sept. 1, 1899, to Dec. 31, 1901, travel- 
ing freight agent at Atlanta, Ga.; Jan. 1, 1902, to June 
30, 1903, commercial agent at Chattanooga, Tenn.; July 
1, 1903, to Dec. 31, 1905, division freight agent at Knox- 
ville, Tenn.; Jan. 1, 1906, to April 3, 1907, assistant 
general freight agent; April 4, 1907, to Nov. 14, 1914, 
general freight agent, Southern Railway, Knoxville, Tenn. ; 
Nov. 15, 1914, to date, president, Interstate Railroad Co., 
Big Stone Gap, Va. 


DOINGS OF THE TRAFFIC CLUBS 


4At the regular December meeting of the traffic branch 
of the Cincinnati Chamber of Commerce, William S. 
Groom got the first prize of $50 for the paper submitted 
in the essay contest. His subject was, “The Traffic De- 
partment and Profits.” His paper was printed in the 
November 28 issue of THE TRrRAFFic WorLD. J. K. Ham- 
ilton took second prize, $25, for his paper on “The In- 
dustrial Traffic Manager and His Duties.” This paper 
was read at the meeting December 14. A paper on “The 
World—Its Railroads,” was read by J. F. Bowman at 
the same meeting. pe 

The Traffic Clube of Minneapolis has, through Gov- 
ernor-elect Hammond, invited President Wilson to address 
the club at its annual banquet next spring, and it is an- 
nounced that the invitation has been accepted. 


The bimonthly dinner and business meeting of the 
Traffic Club of Pittsburgh was held in the Hotel Schenley 
Monday, December 14. After a short business meeting 
President BE. F. Lalk introduced the speaker of the even- 
ing, Dr.- John A. Brashear, president of the American 
Society of Mechanical Engineers. About 150 members 
were present and enjoyed Dr. Brashear’s address on 
“Science in Its Relation to the Common Things of Every- 
day Life.” The principal action taken in the business 
meeting was the appointment’ of E. B: Mitchell, D. F. S., 
Pennsylvania System, as chairman of the annual dinner 
committee, and ‘the election of. ‘Almer H..Orr, agent, At- 
lantic Coast Despatch, to the board of governors, suc- 
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ceeding George H. Kerr. Mr. Kerr, who until recently 
was commercial ‘agent of the Southern Railway, Pitts- 
burgh, was promoted to another field. 

About three hundred members and guests enjoyed the 
fourth annual banquet of the Brooklyn Traftic Club on 
thé evening of December 8 at the Imperial. The affair 
was the most successful in the history of the club. 
President Joseph Mills presided as toastmaster and, after 
a short address, introduced the principal speaker, Bor- 
ough President Lewis H. Pounds. Mr. Pounds gave a 
talk on current topics in connection with traffic and 
concluded his remarks by congratulating the club for 
its interest in municipal affairs, referring to its members 
as. “men who used the pick and shovel instead of the 
hammer to build up Brooklyn.” “The club,” said the 
speaker, “is helping to make Brooklyn the greatest man- 
ufacturing and shipping center in America.” Entertain- 
ment was furnished by H. Elder, a well-known after- 
dinner speaker, also by a number of musicians. The 
committee in charge of the dinner was Fred Jones, Jr., 
chairman, C. J. Darcy and C. P. Gaither. 


WHAT IS FLAT WIRE? 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
What is flat wire? What’ was it when the words 


came into use? The Commission will have to answer 
those questions, because they are the fundamental ones 
in the complaint of the American Steel and Wire Co. 
against the Alabama & Vicksburg and other southern 
railroads. The Southern Classification was changed so 
that the rates on that article of commerce were raised 
from 60 cents to $3 per ton over rates on other kinds 
of wire. 

Examiner Bradley on Thursday held a short hearing 
on that question, during which time he took the testi- 
mony of John A. Coakley, division traffic manager of 
the complainant, and Lewis Johnson, one of the sales 
staff of the company. 

Flat wire came into existence when fashions called 
for hoopskirts. The manufacturers took an ordinary wire 
and rolled it so as to make it suitable for use in the 
contraptions without which no lady’s wardrobe was com- 





. plete half a century ago. 


At present it is not made in that way. When the 
southern roads found the manufacturers shipping banks 
of steel 18 inches wide, they made a new classification, on 
the theory that such strips of steel are not wire at 
all, but really polished steel sheets or plates. All the 
principal wire manufacturers insist that the bands they 
make are flat wire, and as such entitled to rates which 
apply on the round wire. 

R. F. Dennison and C. S. Belsterling appeared for the 
complainant and R. Walton Moore for the defendants. 


COMMISSION ORDERS. 

The Interstate Commerce Commission, on petition of 
the Lake Shore, Michigan Central and Wabash, has: re- 
opened I. and S. No. 144, involving new rules governing 
diversion, reconsignment and other privileges of coal, 
coke, iron ore and other commodities at Detroit. 

The Commission has postponed the effective date of 
its order in the complaint of the Manufacturers Railway 
Co. et al. vs. St. Louis, Iron Mountain & Southern et al., 
Docket No. 3151, from January 1 to February 15. A 
similar postponement has been made with regard to its 
order in I. and S. No. 355, involving the absorption of 
switching charges at St. Louis. 
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HOW THE COMMISSION WORKS 


THE TRAFFIC SERVICE NEWS BUREAU, 





Colorado Building, Washington, D.30. ix ; 
An erroneous idea seems to be abroad as to how the 


Commission handles tariffs making increases. in. rates. 
Some railroad officials and shippers, judging from com- 
ments made by them, have an idea that clerks of the Com- 
mission dispose of tariffs naming higher rates, against 
which protests have been made, formal or informal, with- 
out consulting commissioners or even such officials as 
Secretary McGinty or Assistant Secretary Holmead. Nat- 
urally shippers who have to pay higher rates because the 
new tariffs were not suspended think they have had less 
consideration than should have been shown them. 


In the same way railroad traffic managers whose tar- 
iffs are held up believe, or profess to believe, that the com- 
missioners personally know nothing about the matter, else 
there would have been no suspension. 


‘ There has never been an Investigation and Suspension 
order issued except upon the vote of a majority of the 
commissioners. No tariff, making increases affecting a 
large territory or a large number of commodities, has ever 
gone into effect until after the question raised by the in- 
creases had been considered by the commissioners and a 
majority had decided that there was not reason enough 
for holding up the tariffs. 


A few tariffs have become effective because no shippers 
called attention to the increases. Clerks of the Commis- 
sion may have noted the fact that there were increases that 
might be considered important, but the tariffs did not ex- 
cite interest enough on the part of anybody to cause any- 
one to remark to the commissioners that they ought to look 
at them and see whether they should not call on the rail- 
roads to justify the proposed hoisting of rates. 

The minute a letter, telegram, formal protest or any 
other form of communication is received by the Commis- 
sion concerning a tariff which has not yet become effective, 
a close examination of it is made by members of the Sus- 
pension Board, composed of J. M. Jones, Hugo Oberg, S. 
H. Smith and J. H. Fishback, who are chiefs of divisions, 
and Secretary McGinty, who is ex-officio chairman of all 
boards. Oberg and Jones are tariff men known to all rail- 
road men in the country. Smith is a lawyer-examiner and 
Fishback is chief of the correspondence division, who car- 
ries in his head more accurate information as to what the 
Commission has done in different cases during the last 
twenty years than any human being ought to be expected 
to remember. 


That board considers the “kick,” looks over the tar- 
iffs, considers the relationship of the rates proposed to be 
increased to rates which competitors of the protestants are 
paying. Its members make up a succinct statement of the 
facts. 
and written representations from the shippers and car- 
riers and made them part of the statement. 


In plenty of time for the commissioners to consider the 
subject the board lays before them this statement of facts, 
together with a full file in each case. Each commissioner 
then votes as to whether the tariffs shall or shall not be 
suspended. When a majority votes for suspension, Secre- 
tary McGinty has the appropriate order prepared and at- 
taches the seal. 

That the members of the board have great weight with 
the commissioners goes without saying. The commission- 
ers cannot themselves sit down in the tariff and corre- 


They have, in different instances, considered oral. 
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spondence divisions, examining tariffs and letters pertain- 


ing to them. They must have such matters briefed and 
presented to them in a form enabling them to get at the 
essential facts in the shortest possible time. 

A mere statement as to what is done as a prelim- 
inary,to suspension is sufficient to show the care that is 
exercised by the Commission in considering the question 
whether the carriers should be put upon proof to show that 
the higher rates proposed by them will not be unreason- 
able. It is_also sufficient to indicate to shippers that it 
behooves them to watch the tariffs and write to the Com- 
mission about every change that will adversely affect them. 
Of. course, the law says the commissioners may suspend 
tariffs. which they may have reason to suspect or believe 
will result in unreasonable rates. In the same way the 
law says the President shall enforce the laws of the United 
States, but it is obvious that if somebody fails to call at- 
tention to supposed violations, the President does not 
proceed against violators. 

There are shippers who do not wish the fact that they 
have raised objections made known to carriers. Others 
would be glad to have the fact known. Thus far the Com- 
mission has treated protests, even when in the form of pe- 
titions asking for suspensions and letters suggesting that 
the ‘tariffs should be supended as confidential until the 
matter has terminated either in an I. and S. proceeding or 
the tariffs have been allowed to go into effect. 

When the Commission declines to suspend a tariff or 
tariffs, it sends letters to those who asked for suspension, 
saying that it declined to suspend, which action, however, 
is without. prejudice to the right of the objector making a 
formal complaint. Some formal complaints have been filed 
because the Commisison refused to suspend tariffs, but the 
average man thinks that when the Commission has re- 
fused to suspend, it is not likely to condemn the rates it 
has allowed to become effective. 

That is a strong assumption because, even on formal 
proceedings the Commission has suggested that rates be 


‘allowed to become effective as an experiment so as to 


have the. benefit of actual operation before making a 
final decision. 


There is one thing that shippers probably ought to re- 
member and that is that the better showing they make to 
the Commission, ‘either by means of letters or by means of 
statements to the suspension board members, the more 
certain it is that the tariffs will be held up so that a com- 
plete investigation can be made. The burden of proof is 
on the carriers to be sure, but unless the shippers object 
and cite facts to show why they object, the suspension 
board members cannot tell the commissioners reasons why 
there should be an investigation. 


Another erroneous notion seems to be that because the 
statement was made in The Traffic World that the Com- 
mission is “swamped,” tariffs are being allowed to become 
effective without any examination by the suspension board. 
That word was not used in that sense at all; merely in the 
sense that the commissioners and the men in the Commis- 
sion offices have no time to plan pink teas or anything of 
that kind, because there is now so much work, entailed by 
new tariffs, that every minute is taken up in the hardest 
sort of grinding work to keep it up to date. It is up to 
date, and it would be a waste of time for anybody to try 
te “put over something” on the theory that the commis- 
sioners and the suspension board are too busy to catch 
up with it. 
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Who’s Who In Traffic 


By A. E. Heiss 


When you talk about pyramids, what name comes 
falling out of the personal card index generally called 
memory? Cheops? And so, when you think of the Inter- 
state Commerce Commission, the laws governing the 
association of ideas bring forth the name of Judson C. 
Clements, the man who has done perhaps more than any 
other American to make railroad regulation something 
more than words. 

And why should not the card index 
work in that way? For more than 
twenty-two years he has been sitting 
on the quasi-judicial bench before 
which have appeared those who shed 
light, or thought they could, upon 
that never-answered question: “What 
is a just, reasonable and non-discrimi- 
natory rate?” To a large extent this 
acknowledgment is involuntary. Long 
service alone would have a tendency 
to bring it. But when one recalls 
the fact that it is office tradition at 
the Commission that the Supreme 
Court of the United States has never 
reversed a Clements opinion, is not 
the meed of praise accorded by rea- 
son of that length of years on the 
bench inadequate? Does it not fall 
short of what should be placed at 
the feet of the Georgian who has 
served his state as a soldier, even 
if the state were in error, his country 
as a member of the House of Rep- 
resentatives for ten years, and the 
greatest industry, except agriculture, 
by holding the scale of justice so that 
the transportation company should 
receive its due and the shipper or 
receiver of goods pay no more than 
proper? 

On the theory that public office is 
a snap to be passed around so that 
every .worker for the party’s success 
may have some of it, perhaps Judge 
Clements has had more than his 
share. On the theory of the large 
per cent of Americans who do not 
work for party’s success, but who 
think only of what is best for them 
and therefore best for the country, it 
is a pity that nature has so arranged 
things that the knowledge Judge 
Clements has cannot be bequeathed to somebody after 
he has filled the seat he occupies to the end of his ability. 
His written words are not the heart and the brain be- 
hind them. They are not the man who cannot see the 
difference, as a factor-in arriving at a correct conclusion 
as to the principle involved, between thirty cents and 
$30,000,000. They are not the impalpable something that 
will assure a line of decisions in which railroads will 
make their greatest losses and also their greatest gains, 
simply because the man who made them sees no reason 
why, if the railroads have been taking too much money, 
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they should not be required to return the excess. And 
the millions the railroads had. to return to shippers by 
reason of the Tifft and Yellow Pine decisions, for in- 
stance, are fully matched, as to dollars and cents, by 
decisions in which the railroads were victors. 

It is also office tradition, that, by numerical count, the 
Georgian has made more pro-railroad decisions than any 
of his colleagues. Of course, that 
term “pro-railroad” has in it a sug- 
gestion of unfairness to the other side 
of the contention, but it is not used 
with any such thought. It is used 
merely to indicate that the Clements 
way of writing an opinion is to write 
it so that substantial justice is done, 
regardless of whatever popular preju- 
dice, impression or thought it may 
find in its path. That Clements way 
of deciding or voicing the opinions of 
colleagues is not the “Good Lord, 
good devil” way either. Anybody at 
all familiar with the run of questions 
presented knows that shippers are 
wrong about as often as the common 


carriers. 
Railroads, shippers and Congress 
have had “Dutch uncle” talks from 


the Georgian, whose composition is so 
stout that government ownership has 
never appealed to him as a way of 
avoiding the difficulties. Eight years 
ago the Georgian, backed by C. A. 
Prouty, told the Senate committee on 
interstate commerce that Congress 
should either give the Commission 
real power—that is, the power to pre- 
scribe rates for the future—or abolish 
it. Was he afraid to say that the 
Commission, after twenty-odd years 
of work, was not worth the money? 
“Not for a minute. He may have 
needed the job then, but he was willing 
to have Congress know that he con- 
sidered it a mockery to spend all the 
money being appropriated, without 
getting more for it. Equally frank 
has he been in saying that it is al- 
most useless, now that railroads are 
insisting that they are entitled to a 
fair return upon capital, for the Com- 
mission to make a decision in a case 
in which that contention is used and in which return 
upon investment has been considered as a-factor. Years 
ago he insisted that the Commission should have the 
power to regulate issues of stocks and. bonds, or at least 
know all about such issues, in advance, if the railroads 
insisted upon the Commisison undertaking to make rates 
sufficient to enable the carriers to pay interest and divi- 
dends. Five or six years ago he had a “run-in” with 
Lawyer. Stetson on that subject. Stetson insisted that 
the capitalization of a railroad was of no concern to the 
Commission. - Stetson would probably not reiterate such 
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views now, since so much of the advanced rate case 
has been made on the theory that the carriers need more 
money so they can continue to pay interest and dividends. 

Yet, somebody will say, this former wearer of the 
Confederate gray, the man who fought for states’ rights, 
led the way in the recent meeting of the National Asso- 
ciation of Railway Commissioners, for those who upheld 
the Shreveport decision. What manner of man is he? 
The answer to that is that Judge Clements is so good 
a lawyer that neither a theory, carried to an illogical 
conclusion, nor a form, no matter how venerable and 
venerated, is allowed to stand in the way of a reasonable 
conclusion. He is not going to fight with the Supreme 
Court because it reversed the Commission with regard 
to the tap-line decision, to which he assented, and made 
it necessary for him to write another opinion in the 
Manufacturers Railroad case. There must be an end to 
all controversies, and no one yields a readier obedience 
to the final court. There is fight in him up to the proper 
quitting time. 

Counting service in the Confederate army, this 
Georgian, born in Walker county, Feb. 12, 1846, has had 
more than fifty years of public service, for, although he 
was not in civil office until he became a school com- 
missioner in 1871, Private and First Lieutenant Judson C. 
Clements, C. S. A., was certainly in the public service. 
During the time he served as school commissioner, mem- 
‘ ber of the Georgia House of Representatives and in Con- 
gress, which was from 1882 to 1892, he was theoretically 
practicing law at LaFayette, Ga. In-1892, when President 
Harrison made him an Interstate Commerce Commissioner, 
he gave up his law practice. Since that time he has 
practically been a Washingtonian, living in the city in 
winter and on his farm, near Annapolis, Md., in the sum- 
mer. He is always “on the job.” During the summer 
vacation he comes to the office two or three times a week 
from his country home. When there is something need- 
ing the personal attention of a Commissioner during the 
summer vacation, Judge Clements is the man whom the 
‘application can reach in the shortest time. 


YELLOW PINE ARGUMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Another argument was had December 12 on the com- 
plaint of the Wisconsin & Arkansas Lumber Co. and 
others against the St. Louis, Iron Mountain & Southern 
and other carriers of yellow pine, in which the com- 
plainants seek to bring about a division of the yellow 
pine blanket by having its boundary moved south from 
the Arkansas River to the line dividing Arkansas and 
Louisiana, or relief granted in any way the Commission 
thinks seemly, so that they will receive what they con- 
ceive to be the benefit of their geographical location— 
nearer the points of consumption in Central Freight As- 
sociation territory. 

Henry M. Armistead and Walter E. McCornack ap- 
peared for the complainants, Fred H. Wood for the rail- 
roads, S. H. Cowan for the Texas lumber interests, Phillip 
P. Wells for the Bryant and Lena lumber - companies, 
whose operations are near Benton, Ark., and Luther M. 
Walter for the lumbermen in southern Louisiana. 

Messrs. Wood, Cowan and Walter took the position 
that the issues tendered in this complaint are those 
which the Commission disposed of in the Chicago lumber 
and coal case; that while the doctrine of res judicata 
and stere decisus has no place in the practice before 
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the Commission, complainants have shown no change in 
conditions since the Commission made its report in that 
matter, wherefore there is no reason why there should 
be any disturbance of a situation under which the testi- 
mony shows the business of the complainants has in- 
creased 35 per cent in general and 78 per cent to the 
points in Central Freight Association territory, where 
competition from territory east of the Mississippi might 
be expected to be keenest. 

Mr. McCornack devoted much of his time to showing 
that the tendency of the Commission, in recent years, has 
been to divide big blankets and give each group the 
advantage of its location. 

Mr. Wells said that his clients had never had the 
advantage of tap-line allowances. Chairman Harlan asked 
whether the facts with regard to tap-line allowances were 
in the ‘record in this case. 

“No, they are a matter of history,” said Mr. Mc- 


Cornack. 


“You mean they were a matter of history,” remarked 
the chairman, with a smile. Luther Walter assented to 


' the suggestion that the facts were, but are not now, his- 


tory in connection with lumber cases. 

Mr. Armistead, also for the complainants, went into 
the detail of rate adjustments and contended that his 
clients are entitled to at least a four-cent differential 
under the lumber mills in the southern part of the blanket 
to put them on a parity with competitors east of the 
Mississippi. 

Mr. Wells, for the Bryant and Lena interests, pointed 
to the fact that the mountainous section in which they 
operate is less densely wooded than the areas farther 
south. His proposition is that if there is any change in 
the situation his clients are more entitled to considera- 
ation than those operating in the parts of the blanket 
where the stumpage is more dense. 

Mr. Wood, for the carriers, said that the case is too 
much of a matter, “Look at the map.” He suggested 
that merely looking at the map gives an erroneous im- 
pression; that -Glenwood, Ark., seems to be not more 
than a few hours’ ride away from Kansas City, while as 
a transportation proposition it is practically as far away 
as DeRidder, La., in the southwestern part of the Pelican 
State. ; 

Judge Cowan, speaking for the lumber interests in 
Texas, along the Atchison, reinforced the proposition that 
inasmuch as none of the rates is challenged as unrea- 
sonable in itself and the Commission has already decideé 
that the blanket system results in active competition of 
all the lumber-producing territory, the public interest 
would not be served by disturbing a situation that has 
become so well settled as this one. 

Mr. Walter said it was impossible to decide from 
the arguments of the complainants whether they want a 


. blanket created for themselves or whether they want to 


be placed on the mileage system. He drew the inference 
that what they want is to increase their profits by having 
the Commission reduce their rates. He submitted that 
the prices to the retail lumber dealers are made by the 
mills that pay the highest rates, and that those having 
lower rates pocket the difference. Mr. Wood also put 
that forward as the reason why the complainants are 
asking for a reduction in their rates. He submitted that 
the carriers are entitled to some consideration in a 
proposition of that kind. If it appeared that the con- 
sumers of lumber would be benefited, there might, if 
there was a dissimilarity of circumstances and conditions 
of transportation, be justification for a reduction. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Ciassiticauon Commiutiece on Applications 
tor Changes in Katings, Kules, LIc., 
in Cilassiticauon No. 52 


The Western Classitication Committee, 

R. C. Fyite, Cnairman; H, C. Bush, W. EK. rrendergast. 

‘the Western Classification Committee will, on tne aates 
and at tne hours namea, consiaer tne tollowing appiications 
lur Changes in ratings, ruies, etc., in Ciassification No. 02. Iin- 
tereslea persons aesiring lO appear ana present arguments 
will be heara in the committee conference room, 187d ‘lrans- 
portauon Buiaing, Chicago. 


WEDNESDAY, JAN. 6, 1915. 
Docket No, 315—3:3U r. M. Submitted by Shippers. 
rurniture: 
BbooK or Magazine Racks, wooden, K. D., flat or folded 
nat, secona ciass, new entry. 


Docket No. 316—4:00 P. M. 
car Movers or Pushers: 
in barrels, boxes or crates, third class. 
in bundles, second class. 
(‘Lo cancei Item 11, Page 233.) 


THURSDAY, JAN. 7, 1915. 
Docket No. 317—10:00 A. M. 
Vescriptions by Committee on Uniform Classification 
ana ratings by western Classification Committee. 
Stove Reservoirs: 
Cast iron: ; 
in hunaieés or loose, L. C. L., second class. 
in boxes or crates, L, C. L., third class. 
in packages or loose, C. L., minimum weight 24,000 Ibs., 
subject to Rule 6B, fifth class. 
(Lo cancel ltem 2, Page 251.) 


Submitted by Shippers. 


Docket No. 318—11:00 A. M. 
Vescriptions by Committee on Uniform Classification 
and ratings by Western Classification Committee. 
Chains: 
Automobile ‘Tire, in barrels or boxes, second class. 
Beituung or Sprocket: 
Malieable iron: 
iunks not riveted nor bolted: 
in bunales weigning eacn 15 lbs. or over and less than 
5U ibs., . C. tl, second class. 
In bunales weighing each 50 Ibs. a, Gi Bas 
fourth class, 
In bags, L. C. L., fourth class. 
ln barrels, boxes or on reeis, L. C. L., fourth class. 
Loose or in packages, straight or mixed C. L., mini- 
mum weight 36,v0u lbs., fitth class. 
Links riveted or bolted: 
In bundles weigning each 15 lbs. or over and less than 
5v lbs., L. C. li, second class. 
In bunales weighing each 6v Ibs. 
fourth class. 
In bags, L. C. L., fourth class. 
in barrels, boxes or on reels, L. C. L., fourth class. 
Loose or in packages, straight or mixed C. L., mini- 
mum weight 36,0U0 ibs., fitth class. 

Steel: 

Machine finished, 
class.. 

Note: Rating applies on machine-finished Block, Gear or 
Roller Chains, such as are used for power transmission 
on Automobiles, Bicycles or Machinery. 

Other than machine finished: 
ln bunales weighing each 15 Ibs. or over and less than 
50 lbs., second class. 
In bunales weighing each 50 Ibs. 
fourth class. 
In bags, L. C. L., fourth class. 
In barrels, boxes or on reeis, L. C. L., fourth class, 
Loose or in packages, straight or mixed C. L., mini- 
mum weight 36,0U0 lbs., fifth class. 
Chains, not otherwise indexed by name: 
Copper, brass or bronze, in barrels or boxes, first class. 
Iron or steel: 

Made of material less than ¥ inch in thickness, in barrels 
or boxes, L. C. L., second class. 

Made of material ;4 inch or over in thickness: 

Loose or in bundles, L, C. L., fourth class. 
In bags, L. C. L., fourth class. 
In barrels, boxes or on reels, L. C. L., fourth class. 

Loose or in packages, as provided for L. C. L. shipments, 
Cc. L., minimum weight 36,000 lbs., fifth class. 

(Cancels Items 11, 12, 13, 14, 15, 16, 18, 19, 20 and 21, Page 103. 


Uniform P. F. I. 2812.) 


Docket No. 319—2:00 P. M. 
Descriptions by Committee on Uniform Classification 
and ratings by Western Classification Committee. 
Agricultural Implements, other than hand: 
Elevators, Grain Bagging, Loading or Storing, with or without 
weighing attachments: 
Loose or in packages, L. C. L., second class. 
Loose or in packages, C. L., minimum weight 24,000 Ibs., 
subject to Rule 6-B, class A. 
(Cancel Item 187, Supplement No. 5.) 


or over, 


or war, &.-C. L.. 


in barrels or boxes, see Note, second 


er over, -%. -C.. Li 
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Docket No. 320—2:15 P. M. 
Descriptions by Committee on Uniform Classification 
and ratings by Western Classification Committee. 
Agricultural Implements, other than hand: ; 
Wagon Dumps: ‘ 
Loose or in packages, L. C. L., third class. 
Loose or in packages, C. L., minimum weight 24,000 Ibs., 
subject to Rule 6-B, class A. 
(Cancel Item 15, Page 65.) 


Docket No. 321—3:00 P. M. 
Descriptions by Committee on Uniform Classification 
and ratings by Western Classification Committee. 
Ores: 
Actinolite: 
Ground: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages named, C. L., minimum weight 50,000 Ibs., 
class C, 
Other than ground: 
In bags, barrels or boxes, L. C. L., fourth class, 
In packages named, C. L., minimum weight 50,000 Ibs., 
class D. 
In bulk, C. L., minimum weight 50,000 lbs., class D., 
Beauxite, crude, not concentrated: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 
class D. 
Chrome: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 
class D. 
Graphite: 
In bags, barrels or boxes, L. C. L., fourth class. 
In. packages named, C. L., minimum weight 50,000 
class D. 
In bulk, C. L., minimum weight 50,000 Ibs., class D. 
Iron, crude, not ground: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 Ibs., 
class D. 
Manganese: 
In bags, barrels or boxes, L. C. 
In packages or in bulk, C. 
class D 
Zine: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 Ibs., 
class D. 
Halloysite, crude, not concentrated: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 Ibs., 
class D. 
Wavellite, crude, not concentrated: 
In bags, barrels or boxes, L. C. L., fourth class. 
In packages or in bulk, C. L., minimum weight 50,000 Ibs., 
class D. 
(Cancels Item 3, Page 192; Items 10, 29, 30 and 31, Page 195, 
and Item 16, Page 281.) 


Docket No. 322—3:30 P. M. 
Descriptions by Committee on Uniform Classification 
and ratings by Western Classification Committee. 
Trunk Parts: 


Covering, crystallized, decorated, 
lacquered or marblized metal: 
In boxes, L. C. L., third class. 
In boxes, C. L., minimum weight 30,000 Ibs., fourth class. 
‘ : (Cancel Item 25, Page 263.) 
Straps, iron or steel: 
In boxes, bundles or crates, L. C. L., third class. 
In packages named, C. L., minimum weight 36,000 Ibs., 
fourth class, new entry. 


L., fourth class. 
L., minimum weight 50,000 lbs., 


enameled, japanned, 


NESTING RULES INQUIRY. 


The Commission has decided to broaden I. and S. 
No. 356 into a general inquiry into the conditions and 
practices at ending the transportation of shipments under 
the so-called “nesting” rules, covering the three classifi- 


cation territories. It started as an investigation of rule 
34 in Official Classification No. 41. Chairmen Collyer, 
Fyfe and Powe have been served with the order extead- 
ing the inquiry. 


MONTHLY BULLETIN DISCONTINUED, 


In view of the frequent preparation of press bulle- 
tins giving summaries of monthly reports received up 
to date of issue, the Interstate Commerce Commission has 
decided to discontinue the publication of its monthly 
Bulletins of Revenues and Expenses of Steam Roads in 
the United States with the bulletin for the month of 
August. Bulletin No. 69, therefore, will be the last issued 
in this series of reports. The press bulletin is issued 
to representatives of the press ‘who call for it at the 
offices of the Commission. 
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CHARLES CONRADIS, 
Generali Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions reiat- 
ing to the law of !nterstate transportation of freight. Readers 
desiring speciai service by requiring immediate answer may 
secure yom written answers to their inquiries by the pay- 
ment of a small fee, a on application. 

Address Legal epartment, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Dunnage Allowances on L. C. L. Shipments. 


Michigan.—“In THE TRAFFIC WorRLD, issued November 
7, you reply to ‘Ohio,’ with reference to dunnage allow- 
ance on less than carload shipments of automobiles. The 
Official Classification provides for the shipment of auto- 
mobiles, set up, not boxed or crated, at 21% times first 
class rate; crated at double first class rate, and boxed at 
first and one-half class rate. It is, therefore, up to the 
carrier to accept these shipments of less than carload 
automobiles, set up, loading them into the car themselves, 
and, not only furnishing, but also fastening the blocks 
which are to hold them in place, and which are known 
as dunnage. These blocks are not substituted for boxes 
or crates, and the matter of furnishing and carrying them 
should have been, and no doubt was, taken into consid- 
eration when the rating was established. By not charging 
for. this dunnage the carriers are not making any allow- 
ance to the shipper, inasmuch as the shipper is in no way 
interested in this dunnage used on automobiles set up. 

“The above is my understanding, and is also the prac- 
tice of railroads, operating out of this large automobile 
center, and I would thank you to advise further through 
the pages of THE TRAFFIC WoRLD in connection with this 
matter.” 

Rule 19 (A), section 1, Official Classification No. 42, 
reads as follows: “Unless otherwise provided, temporary 
blocking, racks, standards, strips, stakes or similar brac- 
ing, dunnage or supports, not constituting a part of the 
car, when required to protect and make properly secure 
carload freight for shipment, must be furnished and in- 
stalled by the shipper at his expense. No allowance will 
be made for the weight of such material, except as pro- 
vided in rule 19 (B).” 

Paragraph ,3 of rule 19 (B), after providing for an 
allowance of the actual weight, but not more than 500 
pounds per car, goes on and provides, “that in no case 
shall less than the established minimum carload weight 
be charged, and also provided that the shipper must 
specify on shipping order the actual weight of the ma- 
terial used; otherwise no allowance will be made. * * * 
No allowance in weight will be made for wooden dunnage, 
blocking or bracing material used by shippers for part 
carloads in excess of full carload or carloads, which are 
entitled to actual weight, carload rate, under the provi- 
sions of rule 5 (C).” 

Under these rules, and the ruling established by the 
Interstate Commerce Commission in 30 I. C. C. 545 (see 
page 48 of the July 11, 1914, issue of THE TRAFFIC WoRLD), 
we are at a loss to understand how the carriers in your 
locality can allow for dunnage in L. C. L. shipments. 

* * * 
Collection of Undercharges. 


Minnesota.—“We have followed with considerable in- 
terest the opinions given by you in the columns of THE 
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TRAFFIC WoRLD during the past, and in the issue of Octo- 
ber 24, we are especially interested in your opinion 
covering the collection of undercharges on a carload 
shipment of rock crushers to Kansas City, Mo. The 
opinion, however; is not new to us, because we have had 
this brought to our attention before, although the ruling 
has always appeared to us to be one having a tendency 
to work a hardship upon shippers. 

“It is an established fact that after a bill of lading is 
issued to a shipper consigning goods to another party 
on a straight shipment, the property immediately becomes 
that of consignee, and with an order shipment, the prop- 
erty belongs to consignee immediately upon surrender of 
the bill of lading. Therefore, does it not appear incon- 
sistent that a carrier should have the right to call upon 
the original shipper for collection of any undercharge 


_ that for some reason or other he might not be able to 


collect from consignee? We have had instances where 
carriers have not even attempted to collect undercharges 
until several months after the shipment had moved, and 
in the meantime, supposing that the consignee had gone 
out of business and his whereabouts unknown (as in the 
case cited), would it appear that the public generally 
would be injured to as great an extent through the unin- 
tentional discrimination if the undercharge was not col- 
lected at all, as the shipper would be if compelled to 
pay the undercharge, after shipment had been purchased, 
paid for and the account all settled up? This would 
be burdensome and entirely unjust, in our opinion, and 
for that reason—notwithstanding the ruling of the Inter- 
state Commerce Commission on this subject—we would 
like to know what the court rulings have been with ref- 
erence to this matter.” 

The Interstate Commerce Commission, in its various 
rulings to the effect that carriers are required by law to 
exhaust their legal remedies in order to collect under- 
charges, made it quite clear that it had no power to 
determine which party, the consignor or consignee, is 
legally liable for the undercharge, and expressly declared 
that this question was for determination only by a court 
having competent jurisdiction. See rule 314, Conference 
Rulings, Bulletin 6. The Commission has fully exercised 
its duties and powers when it rules in a particular case 
that an undercharge exists, and that in accordance with 
section 6 of the act, the carrier must strictly observe 
its published rates. It thus follows, by act of Congress, 
that no voluntary or accidental act of the carrier can 
deprive it of the right or duty to collect its lawfully 
published rates, or to exempt the person legally liable 
from the obligation to pay the same. 

Now, the courts have almost uniformly held that in 
“straight” consignments, both consignor and consignee 
are liable for all unpaid freight charges. The con- 
signee. is, in such shipments, the presumptive owner 
of the same, and primarily liable for the freight 
charges thereon. But the remedy against the consignee 
is not exclusive, although the owner of the goods. So 
far as the carrier is concerned, the consignee will be 
considered as merely the agent of the shipper, to pay 
the freight, and if he fails to pay it, the party who has 
reposed the confidence must take the consequence of 
the breach of duty. That is, the carrier may recover 
from the consignee as owner of the goods, but failing 
therein, and not having forfeited its right to resort to 
the consignor, by indicating a purpose to rely upon the 
personal responsibility of the consignee, the carrier may 
hold the consignor liable on the ground that he is the 
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party with whom the contract of affreightment has been 
made, and, as the hirer of the carrier, should pay the 
latter for its services. There are many court authorities 
on this point. 

If the shipment is an “order” consignment, the con- 
signor retaining ownership, he only is liable for the 
freight charges until the consignee accepts the same, 
whereupon the law implies a promise on the latter’s part 
to pay, unless it is known by the carrier that the con- 
signee is merely the agent of the shipper. The consignee 
as owner of an order consignment, and the consignor 
as the contracting party, are equally liable for freight 
charges thereon, as they would be in “straight” con- 
signments. 

Many shippers have just grievances against carriers 
for their failure to collect undercharges within a rea- 
sonable time, and this subject is now receiving the careful 
consideration of the Commission, and possibly some early 
ruling to govern the carriers will be announced. 


* * * 


When Rates Conflict, Lower One Should Apply. 


Florida.—“We will appreciate it very much if you 
will answer in an early issue of THr TRAFFIC WORLD 
the following question: ‘A certain tariff quotes two rates 
to a certain point. The higher rate is indexed, while 
the lowest rate is not indexed. Can the shippers force 
the railroad company to protect the lower rate even 
though it is not indexed?’ We have looked through 
Conference Rulings, Bulletin 6, also Tariff Circular 18-A, 
but do not find any ruling covering the above question.” 

Rule 4 (d), Tariff Circular 18-A, provides that tariffs 
shall contain, in the order named, “an alphabetical index 
of points from which rates apply, and an alphabetical in- 
dex of points to which rates apply, together with names of 
states in which located.” But, as there follows stated 
conditions under which such indexing is not required, and 
as an unindexed rate on file with the Commission com- 
plies with the act in being lawfully filed, it has not been 
the practice of the Commission to declare such unindexed 
rate invalid or inoperative. 

In rule 239, Conference Rulings, Bulletin 6, the Com- 
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mission held “that where a tariff contains conflicting rates 
the lower or lowest of the rates so published is the legal 
one. 
+ * aa 
Placing Cars for Unloading. 


Ohio.—‘A warehouse and coal bin is situated con- 
tiguous to a public siding of a railroad. Can such rail- 
way company be compelled to spot a car consigned to 
the owner of such warehouse and coal bin at a point 
on such siding opposite to the warehouse and coal bin 
for the purpose of unloading directly from the car into 
the warehouse and coal bin when this particular point 
on such public siding is already occupied by other con- 
signors ‘or consignees in loading or unloading such cars 
that have already been placed at such point? If the 
railway company places such loaded car consigned to the 
owner of the warehouse at the nearest available point 
to such warehouse, is this a constructive placement so 
that demurrage will run on such car after the forty-eight 
hours and legal holidays ‘have expired?” 

Rule 5 (b) of the Uniform Demurrage Code reads 
as follows: “Where delivery cannot be made on specially 
designated public delivery tracks, on account of such 
tracks being fully, occupied, or from other causes beyond 
the control of the carrier, the delivery will be made at 
the nearest available point accessible to the consignee, 
and the consignee no notified.” 

The Committee on Car Service and Demurrage, in 
its report on this particular rule, referred to the general 
contention of many shippers that if the public siding to 
which a car has been ordered is fully occupied, the car- 
rier should not be permitted to make valid delivery at a 
remote point, and to compel the consignee to pay de- 
murrage charges if the car is not promptly released. 
But the committee considered section (b) as an emergency 
measure, not intended to authorize the carrier to make 
delivery at a point materially distant from the consignee’s 
place of business, tut, on the other hand, not permitting 
the consignee to decline to accept delivery at a yard 
substantially accessible, when delivery at the particular 
team track to which the car has been ordered is im- 
pos~ible. 





Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last issue of the Traffic World... Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


December 21—Memphis, Tenn.—Examiner Watkins: 
So Freight Bureau vs. St. L. I. M. & S. Ry. Co. 

et al. 

January 4—Los Angeles, Cal.—Examiner Wood: 
=e Grain and Milling Co. vs. A. T. 
et al. 
7091—Chas. R. McCormick et al. vs. Sou. Pac. Co. et al. 

January 4—New Orleans, La.—Examiner Gibson: 

a Brothers Lumber Co. vs. N. C. & St. L. Ry. Co. 
et al. 
7105—Bliza Garcia vs. G. H. & S. A. Ry. Co. et al. 
wor Orleans Board of Trade vs. A. T. & S. 
et al. 

January 5—New Orleans, La.—Examiner Gibson: 

7135—Lafayette Chamber of Commerce vs. Ala. & Vicks. Ry. 


& S. F. Ry. Co. 


F. Ry. Co. 


Co. et al. 


ae Chamber of Commerce vs. Ala. & Vicks. Ry. 

So. et al. 

Pr ae Cypress Lumber Co. vs. Tex. & Pac. Ry. Co. 
et al. 


January 5—Los Angeles, Cal.—Examiner Wood: 
7346—M. S. Bulkley & Co. vs. Pac. Co. et al. 
7366—Thomas Motor Car Co. vs. C. R. I. & P. Ry. Co. et al. 
January 6—Los Angeles, Cal.—Examiner Wood: 
1. & S. 180—Advances on tin cans and other commodities be- 
tween points in California and points in other states 


1. & S. 506—Rates on grain and grain products to stations in 
Catifornia. ; 
January 6—New Orleans, La.—Examiner Gibson: ~ 
= A. Adams & Sons Co., Ltd., vs. Vicks; ;S. & P. Ry. 
0. 
January 7—Los Angeles, Cal_—Examiner Wood: -* 
7206—R. H. Herron Co. vs. Sou. Pac. Co. be 
7369—Independent Ice, Feed and Fuel Co. et al. v8. San P., Los 
A. & S. L. et al. 
January 7—New Orleans, La.—Examiner Gibson: 
6592—In the matter of import and domestic rates. Hearing 
will be confined to the question of import and domestic 
rates on brewers’ rice from New Orleans and other gulf 
ports. 


January 8—Los Angeles, Cal.—Examiner Wood. 
1. & §. 526—Eastbound Trans-Continental Rates. 


January 9—Chattanooga, Tenn.—Examiner Watkins: 
1. & S. 256—Chattanooga log rates. 
7122—Casey Hedges Co. et al. vs. C. N. O. & T. P. Ry. Co. 


January 11—Nashville, Tenn.—Examiner Watkins: 
7159—R,. J. Riddle vs. N. C. & St, L. Ry. Co. 
6968—Maley & Wertz et al. vs. L. & N. R. R. Co. 
6910—Maley & Wertz et al. vs. L. & N. R. P. Co. 
6798—Nashville Lumbermen’s Club vs, L. & N. R. R. Co. et al. 
6822—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 
6792—Nickey & Sons et al. vs. L. & N. R. R. Co. 
7183—Nashville Tie Co. et al. vs. L. & N. R. R. Co. 

January 11—Chicago, Ill._—Examiner Kelly: 
6825—National Society of Record Assn. et al. vs, Aberdeen & 

Rockfish R. R. Co. et al. 
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January 12—San Diego, Cal.—Examiner Wood: 
7467—San Diego & Arizona Ry. Co. vs. Sou. Pac. Co. 
7085—Mission Brewing Co. vs. A., T. & S. F. Ry. Co. et al. 
January 13—Memphis, Tenn. —Examiner Watkins: 
|, & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 


January 18—Omaha, Neb.—Examiner Kelly: 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W. Ry. Co. et al. 
January 18—Birmingham, Ala.—Examiner Watkins: 
l. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 


January 18—St. Louis, Mo.—Examiner Wood: 
3864—Traffic Bureau of the Sioux City Commercial Club vs. 
A. & 9. R. R. Co. et al. 
5294—Kirby Lumber Co. vs. G. C. & S. F. Ry. Co. et al. 
January 19—St. Louis Mo.—Examiner Wood: 
7100—Cape Girardeau Portland Cement Co. vs. St. L. & 9. F. 
R. R. Co. et al. 
7109—Cape Girardeau Portland Cement Co. vs. St. L. & S. F. 
R. R. Co. et al. 


1. & S. 501—Proportional rates on poe products from 
Coa. Neb., and other points to destinations south of Ohio 
ver. 


January 19—Louisville, Ky.—Examiner Watkins: 
1. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 
6808—I. T. Axton vs. Kanawha & Mich. Ry. Co. et al. 
Also Fourth Section Applications: 
1952—Louisville & Nashville R. R. Co. 
4966—Chesapeake & Ohio Ry. Co. 
7218—Standard Oil Co. vs. L. S. & M. S. Ry. Co. et al. 


— 20—St. Louis, Mo.—Examiner Wood. 
. & S. 527—Scrap iron rates from New Orleans, La., and other 
" points to the Ohio River crossings and other destinations. 
7394—Big Muddy Coal & Iron Co. vs. Ill. Cent. R. R. Co. et al. 


January 20—Chicago, Ill—Commissioner Daniels: 
7030—In the matter of embargoes. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
mane office of The Traffic Service Bureau at a nominal 
charge. 


No. A850, Case No. 6025 and Sub. No. 1. Asa Peck & Co. 
vs. N. Y. N. H. & H. et al. Sub. No. 2, Same vs. B. & A. et al. 
Classification and rates applicable on wool noils and waste from 
Lawrence and Barre Plains, Mass., to Providence, R. I., not 
found unreasonable and complaint dismissed. 

No. A866, Case No. 6738. John A. Cranston Lumber Com- 
pany vs. A. C. L. R. R. Co. et al. Demurrage charges at Nor- 
folk, Va., through refusal of A. C. L. to reconsign a C. L. of 
lumber which originated at Kenly, N. C. Reparation awarded. 

No. A867, Case No. 6828. Stamford Cycle Co. vs. A. T. & 
S. F. et al. Following Griffing vs. C. & N. W. Co. and cases 
there cited, rating of two and one-half times first class appli- 
cable to the transportation of motorcycles from Chicago, IIl.. 
to Stanford, Tex., found to have been unreasonable to the ex- 
tent it exceeded one and one-half times first class. Repara- 
tion awarded. 

No. A868, Case No. 6522. E. P. Stacy Fruit Co. vs. Nor. 
Express Co. et al. Raspberries, C. L., from Puyallups, Wash., 
to Watertown, S. D., found to have been unreasonable. Repara- 
tion awarded. 

No. A873, Case No. 6403, F. S. App. No. 1548. Guilford Fdry. 
Co. vs. Sou. Ry. Co. Rate applies. on two carloads of sand 
(molding) from Richmond; Va., to Greensboro, N. C., unrea- 
sonable. Defendants authorized to waive collection of under- 
charges found to exist on said shipments. Reparation denied. 
Lower rate on molding sand from Richmond, Va., to High 
Point, N. C., than that contemporaneously in effect from Rich- 
mond to Greensboro, an intermediate point, found not justified 
— ee from long and short haul rule of the Fourth Section 

enied. 

No. A874, Case No. 6339. K. B. R. Milling Co. vs. Mo. Pac. 
Ry. Co. et al., Fourth Section Application No. 4218. Rates on 
flour and feed from Marquette, Kan., to Ft. Smith, Ark., were 
21 and 19% cents per 100 lbs., respectively, and from Mar- 
quette to Coal Creek, Okla., a station 20 miles west of Ft. 
Smith, on traffic routed via Ft. Smith, 18 and 16 cents. Since 
filing of complaint rates have been increased to the Ft. Smith 
basis. Claim for reparation denied and also relief from Fourth 
Section denied. 

‘No. A875, Case No. 6682. Sunderland Bros. Co. vs. C. & A 
R. R. Co. et al. C. & N. W. failed to provide tariff authority 
for reconsignment of shipments to points short of originating 
destination. Unreasonable charge on certain interstate and 
reparation awarded. 

No. A876, Case No. 6343. Pacific States Lumber Co. vs. 
Nor. Pac. Ry. Co. et al. Unlawful charges collected on mixed 
carload of lumber and shingles from Selleck, Wash., to Lake- 
side, Neb. Reparation awarded. 

No. A851, Case No. 6433. Brown Cracker & Candy Co. vs. 
A. & W. P. R. R. Co. et al. Charges for transportation of 
pasteboard boxes, etc., from Atlanta, Ga., to Dallas, Tex., not 
found to have been in excess of those provided in tariff. Com- 
plaint dismissed. 

No. A852, Case No. 5501. Charles L. Wallis vs. Tex. & N. O. 
R. R. Go. et al. Complainant alleges tariff rule as unreasonable 
and unduly prejudicial because it prohibited the inclusion in 
mixed shipments of household goods of an iron safe and auto- 
mobile, and that defendant’s less-than-carload rates charged 
for the transportation of the safe and automobile were unrea- 
sonable. Complaint dismissed. 
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No. A853, Case No. 6594. Beaumont Iron Works Company 
vs. Gulf, Colorado & Santa Fe. Rate of 32 cents per 100 Ibs. 
for transportation of sawmill machinery from Beaumont, Tex., 
e — La., not found unreasonable. Complaint dis- 
missed. 

No. A854, Case No. 6344. Dover Lumber Co. vs. Spokane 
Int. Ry. Co. et al. Reparation asked on three carloads of lath 
shipped from Dover, Ida., to Calgary, Alberta, Can., on account 
of alleged incorrect weights. Defendant’s track scales showed 
weights greater than complainant’s estimate based on 450 Ibs. 
per 1,000 lath. Held that the evidence is not sufficient to es- 
tablish that these shipments were not properly and accurately 
weighed. Complaint dismissed. 

No. A855, Case No. 6293. Pacific Fruit & Produce Co. vs. 
Sou. Pac. Co. Refrigeration charge on a mixed carload of 
vegetables and casaba melons from Tropico, Cal., to Portland, 
Ore., not found unreasonable. Complaint dismissed. 

- No. A856, Case No. 6267. Jerpe Commission Co. vs. Union 
Pac. Ry. Co. Charges collected for the transportation of less- 
than-carload shipments of eggs from points on defendant’s line 
in Nebraska to Omaha, Neb., whence they were drayed to 
South Omaha, Neb., and reshipped to Denver, Colo., not found 
unreasonable and complaint dismissed. 

No. A857, Case No. 6270. Deister Concentrator Co. vs. L. 
S. & M. S. Ry. Co. et al. Charges collected for the transpor- 
tation of one consignment of concentrating tables, loaded in 
three cars and forwarded under three bills of lading, from 
Fort Wayne, Ind., to Miami, Ariz., not found unreasonable and 
complaint dismissed. 

No. A858, Case No. 6274. Duplex Manufacturing Co. vs. C. 
M. & St. P. Ry. Co. Rate of 28 cents per 100 lbs., minimum 
weight 24,000 Ibs., for the transportation of windmills and 
towers, C. L., from Superior, Wis., to Washington, Ta., not 
found unreasonable and complaint dismissed. . 

No. A859, Case No. 6291. Weber Kirch Mfg. Co. vs. C. B. 
& Q. R. R. Co. et al. Rates on chicken coups, hens nests and 
waterers, from Keokuk, Ia., to San Francisco, Cal., and. Los 
Angeles, Cal., not found unreasonable and complaint dismissed. 

No. A860, Case No. 6767. Six carloads of sheep from 
Vaughn, N. M., to Chicago, Ill., fed in transit at Towel Ranch, 
Colo., found unreasonable and reparation awarded. 

INo. A861, Case No. 6723. Pacific National Lbr. Co. vs. Ta- 
coma Eastern R. R. Co. et al. Rate charged for the trans- 
portation of a C. L. of fir lumber from National, Wash., to 


McGrew, Neb., not found unreasonable or unjust and com- 
plaint dismissed. 
No. A862, Case No. 6650. Bradley Timber & Ry. Supply 


Co. vs. Minn. & Int. Ry. Co. et al. Rate of 28 cents per 100 
lbs. for the transportation of a carload of lumber from Gemmell, 
Minn., to Redford, Ohio, not found unreasonable and complaint 


dismissed. 
No. A863, Case No. 6386. Russell Bros. vs. C. R. I. & P. Co. 
et al. Charges assessed on shipment of horses and mules from 


Billings, Okla., to McKinney, Tex., not found unreasonable and 
complaint dismissed. 

No. A864. Case No. 5983. Martin Limback vs. L. 8S. & M. S. 
Ry. Co. et al. Charges collected for the transportation of cer- 
tain carload shipments of mine props from Dorset and Jeffer- 
son, Ohio, to Ellsworth, Pa., found unreasonable. 

No. A865, Case No. 6397. S. F. Scattergood & Co. vs. C. M. 
& St. P. et al. Complainant alleges to have been damaged by 
the collection of demurrage charges assessed in connection 
with the transportation of one carload shipment of bran from 
Minneapolis, Minn., consigned to Glenside, Pa., but held in 
transit at Lyons, N. Y., for reconsignment orders. Complaint 
dismissed. 

No. A870, Case No. 6258. Fifer Caudle vs. Union Pac. R. R. 
Co. et al. Rate charges for transportation of a mixed carload 
of vegetables from Eaton, Colo., to Higgins, Tex., not found 
unreasonable and complaint dismissed. 

No. A871, Case No. 6515. Coalinga Water & Electric Co. vs. 
Gulf, Colorado & Santa Fe Ry. Co. et al. 

No. A871, Case No. 6515, Sub. No. 1. San Joaquin Light & 
Power Corporation vs. A. T. & S. F. Ry. Co. et al. Rates for 
the transportation of creosote in tank cars from Galveston, 
Tex., to San Miguel and Fresno, Cal., not found unreasonable 
and complaint dismissed. 

No. A869, Case No. 6790. Peden Iron & Steel Co. vs. Sou. 
Pac. Co.-A. 8S. S. Lines et al. Reparation awarded on shipment 
of mattocks, picks, sledges and crow bars from Wheeling, W. 
Va., to San Antonio, Tex., on the basis of a lower combination 
of intermediate rates than that charged, which was in effect 
between those points. 


No. A872, Case No. 6440. Fifer Caudle vs. Union Pac. R. R. 
Co. et al. Claim for reparation arising in connection with a 
shipment of one carload of potatoes from Cloverly, Colo., to 
Dalhart, Tex., and reconsigned thence to Tucumcari, N. M., 
not sustained and complaint dismissed. 

No. A877, Case No. 6721. L. W. Radina & Co. vs. Sou. Ry. 
et al. Weight upon which charges were assessed on a car- 
load of lumber shipped from Claremont, S. C., to Cohoes, N. Y., 
not shown to have been erroneous and complaint dismissed. 


DIGEST OF NEW COMPLAINTS 


No. 7536, Sub. 1. 
and Texas. 

No. 7536, Sub. 2. Same vs. Same as to shipments to Mississippi 
River crossings. 

No. 7415, Sub. No. 2. Ford Motor Co., Highland Park, Mich., 
vs. Wabash x. 3 

Against a rate of $1.08% on automobile wheels, minus tires, 

Highland Park to Kansas City, L. L., as unreasonable 
and unjust. Asks for a rate not to exceed 82%4c and for a 
reduction of the minimum carload weight from 30,000 to 
24,000 Ibs. and for reparation. 


Same vs. Same as to shipments to Oklahoma 
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No. 7537. Chelsea Refining Co., Chelsea, Okla., vs. Missouri 
Pacific, et al. 

Unjust and unreasonable rates on fuel oil, Chelsea, Okla., 
to’ Mears Mine, Mo. Cease and desist order, maxima rates 
and reparation asked for. 

No. 7538. Illinois Poultry & Egg Shippers’ Association vs. C 
Cc. C. & St. L. et al. 

Against a provision in joint rate inspection rules providing 
that from Nov. 1 to March 31 of any year iced dressed poul- 
try will be subject to gross weight, i. e., the weight of the 
poultry, package and ice in the package, leading to the col- 
lection of rates which are unjust, unreasonable and unduly 
discriminatory. Cease and desist order and a fair and rea- 
sonable rate asked for in Central Freight and Trunk Line 
territories. 

No, 7539.. National Wholesale Lumber Dealers’ Association for 
J. Randall Willia&ns & Co., New York City and Philadelphia, 
vs. Gulf, Colorado & Santa Fe et al. 

Alleges unjust, unreasonable and unduly discriminatory 
rates on yellow pine, Elizabeth, La., to Harrisburg, Pa. Asks 
for a cease and desist order and reparation. 

No. 7540. Guilford Lumber Mfg. Co., Greensboro, N. C., vs. 
Southern et al. 

Against a through rate of 47 cents on window glass, C. L., 
from points of origin in Penna to Greensboro, N. C., as unjust 
and unreasonable. Asks for reparation. 

No. 7541. Chattanooga Sewer Pipe and Fire Brick Co. vs. 
Southern et al. 

Against the requirements of the North Carolina Corpora- 
tion Commission to protect rates on sewer pipe from points 
in that state which are lower than rates from Chattanooga 
to points in that state for similar distances. Asks for a cease 
and desist order and maxima rates. 

No. 7542. The Houston Packing Co. of Houston, Tex., vs. 
Houston, East & West Texas et al. 

Unjust, unreasonable and unduly discriminatory rates on 
live stock and dressed meat at Fort Worth and Dallas to all 
points north, east, south and west. Asks for a cease and 
wont, order and establishment of rates in effect from Fort 

orth. 

No. 7543. McLean Lumber Co. et al., Chattanooga, vs. Atlanta, 
Birmingham & Atlantic et al. 

Against rates of 9 and: 10 cents from Georgia points to 
Chattanooga as unjust and unreasonable in that they exceed 
the lowest combination. Asks for just and reasonable rates 
and reparation. 


SUPREME COURT DECISIONS 


A custom twenty years old was upheld by the United 
States Supreme Court Monday. For many years it has 
been the custom of the Erie Railroad to deliver cars of 
coal at Hammond, Ind., calling it delivery at Chicago. 
Shippers at Chicago protested against the custom and 
the matter was carried to the Supreme Court. The road 
was upheld. The court held that the long standing of the 
rule should make the shippers familiar with it when they 
ordered coal carried by the Erie. 

The Supreme Court ruled that the railroad commis- 
sion of Michigan had the right to reduce rates on the 
Detroit & Mackinac Railroad, and that the orders of the 
commission, sustained by the Supreme Court of that state, 
could not be nullified by the federal courts in Michigan. 





OCTOBER OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 
A summary of the result of operations in October of 


steam roads, having an income of more than $1,000,000 a 
year, taken from reports in hand on Dec. 10, as to 171 
roads having a mileage of 224,290 shows: 

For the country as a whole the operating revenue fell 
from $289,642,315 to $260,823,770. Expenses fell from $196,- 
643,777 to $175,365,093 and net operating revenue from 
$92,998,536 to $85,458,677, or from $419 to $381 per mile. 

In the eastern district operating revenue fell from 
$122,744,063 to $110,603,227. Expenses were cut from $90,- 
775,666 to $78,191,030, so that net operating revenue rose 
from $31,968,397 to $32,412,197, or from $559 to $566 per 
mile of road operated. 

In the southern district, operating revenue decreased 
from $43,438,762 to $36,144,906. Expenses declined from 
$29,668,231 to $26,664,088. Net operating revenue fell from 
$13,770,531 to $9,500,818, or from $332 to $228 per mile. 

In the western district, operating revenue fell from 
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$123,459,488 to $114,075,637. Expenses were cut from $76,- 
199,880 to $70,529,975, causing a decrease in net operating 
revenue from $47,259,608 to $43,545,662, or from $384 to 
$347 per mile. 5s 

For the four months of the fiscal.year the net per mile 
for the country as a whole fell from $1,548 to $1,504. In 
the eastern district it increased from $2,358 to $2,413. In 
the southern it fell from $1,054 to $898, and in the west- 
ern from $1,338 to $1,289. : 

The increase in the eastern district is wholly due to 
the cut in expenses, the operating revenue showing the 
volume of business having fallen from $483,799,062 to 
$449,144,063. 


CHANGE IN REGULATIONS 


The Interstate Commerce Commission, on December 
17, authorized a change in paragraph 1824 (j) of the 
regulations governing the transportation of dangerous 
articles by freight, which now reads: 


In tank cars complying with Master Car Builders’ specifi- 
cations, provided the vapor tension of the inflammable liquid 
corresponding to a temperature of 100 degrees F. (90 degrees 
F. Nov. 1 to March 1) does not exceed 10 pounds per square 
inch. After Jan. 1, 1915, a tank car must not be used for ship- 
ping inflammable liquids with flash point lower than 20 degrees 
F., unless it has been tested with cold-water pressure of 60 
pounds per square inch and stenciled as required by Master 
Car Builders’ rules. 





It has been changed to read: 


In tank cars complying with Master Car Builders’ specifi- 
cations, provided the vapor tension of the inflammable liquid 
corresponding to a temperature of 100 degrees F. (90 degrees 
F. Nov. 1 to March 1) does not exceed 10 pounds per square 
inch. After May 1, 1915, a tank car must not be used for ship- 
ping inflammable liquids with flash point lower than 20 degrees 
F., unless it has been tested with cold-water pressure of 60 
pounds per square inch and stenciled as required by Master 
Car Builders’ rules. 


COTTONSEED OIL CASES. 

The Commission, December 12, listened to a short 
argument on the two complaints of the Oklahoma Cotton 
Seed Crushers’ Association against the Atchison and 
other carriers. In one case the rate of 25 cents on cotton- 
seed oil to Kansas City is attacked and in the other 
the assault is on the rates on meal, cake and hulls from 
Oklahoma points of origin to mid-west destinations. The 
arguments were made by George A. Henshaw and Thomas 
Bond. The railroads insist that this is an attempt to 
reopen the Anadarko and East St. Louis cotton oil cases, 
which were decided against the oil men by the Com- 
mission. Mr. Henshaw insisted that it is an attack in 
good faith on the specified rates for the reasons given 
in the testimony by the men who ship the product and 
believe that the railroads are charging more than the 
commodities can stand. — 


CONSULAR AND TRADE REPORTS 


Increased Freight Rates Permanent.—By . Consul-General 
George E. Anderson, Hongkong, Oct. 7. 


Present indications are that the increase in freight 
rates in the Far East—both transpacific and coastwise— 
that followed the outbreak of the war in Europe is to be 
permanent. Freight rates across the Pacific Ocean have 
been probably the lowest for any similar haul in the 
world, and charges in the coasting trade have been such 
that most of the coast shipping companies have had 
difficulty in staying in business during the last ten years. 
Competition from Japanese subsidized lines in the trans- 
pacific trade has long made it impossible for other con- 
cerns to remain in transpacific service without the finan- 
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cial support or actual ownership of American railway 
companies, and on the China coast British and other 
lines have restricted their services, passed dividends, sold 
ships, and have otherwise withdrawn from the trade. 

Conference agreements made from time to time have 
included the subsidized lines, but in each case there has 
been a breaking away from the arrangement by some 
of the companies, which, of course, resulted in weakening 
the entire agreement. Early in the present year the 
conference in the transpacific trade was practically dis- 
solved and for a time rates dropped very low. Reorgan- 
ization was effected later, however, and the outbreak of 
the war increased rates, both because of the demand for 
ships for government use and because of added war risks. 
Several of the largest and finest vessels in the trade have 
been converted into. auxiliary cruisers and are withdrawn 
from service indefinitely. The demand for transpacific 
tonnage exceeds the supply at present, particularly upon 
American vessels. 

In the meanwhile the shipping conference in the 
transpacific trade has been reorganized on practically the 
same basis as the previous agreement, but with higher 
rates. This new agreement includes all lines but the 
two Japanese lines chiefly concerned in the trade, which 
so far have not come into the conference. It seems likely 
that the renewed demand for foreign goods that will 
follow a return to normal conditions will come before 
the several freight and passenger services can resume 
former schedules, and rates are likely to advance still 
further. 

At present rates from the Pacific coast to all oriental 
ports but Shanghai are on the basis of $5 per ton on 
wheat and flour—the staple commodities in the trade— 
in place of $2.50 to Japanese ports, $3.50 to Hongkong, 
and $4 to Manila and Shanghai. The new rate to Shang- 
hai is $5.50 per ton, high port charges and expensive 
waits at Woosung explaining the difference. Rates from 
oriental ports to the Pacific coast are upon a similar 
basis, representing a general advance of about 25 per 
cent. These high rates will visibly affect the movement 
of wheat and flour in this direction, the increase in rates, 
together with the rise in price of cereals in the United 
States and the low price of silver, combining to stop 
importations of flour at the present time. 

Rates from Hongkong to New York via Suez at the 
beginning of the war were advanced 33 1-3 per cent, but 
this advance has recently been reduced to 15 per cent, all 
subject to the Conference deferred rebate of 10 per cent. 
The advance on rates to Europe has been 20 per cent. 
Most lines are operating under war-risk schemes of their 
respective governments, which can be made to cover goods 
as well. 

Swedish-American Shipping Facilities. 


The Swedish-American-Mexican Line three months 
ago had only five steamers; it has now chartered twelve 
new ones of 4,000 to 7,000 tons. This will enable the line 
to meet the demands of the increased freight traffic that 
is now thrown over the northern route. Regular sailings 
will be maintained between Goteborg and New York, Bos- 
ton, Philadelphia and Baltimore. There will also be sail- 
ings to Newport News, Havana and Gulf ports. 

In this connection the company intends to cater espe 
cially to the cotton-carrying trade between the southern 
states and northern Europe, and to try to secure the 
carrying trade in such American exports as corn, oats, 
oak, lumber, walnut planks, cottonsed cakes, linseed, flour 
and tobacco. Sweden already imports large quantities of 
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these products for its own consumption, and under present 
circumstances a flourishing business should be done with 
Russia and continental Europe. 


Rates, Etc., at Madagascar. 


The two principal lines of steamers serving the island 
(the Compagnie des Messageries Maritimes and the Com- 
pagnie Havraise Peninsulaire) continue to maintain their 
services betwen Madagascar and France, though some- 
what irregularly. The Compagnie des Messageries Mari- 
times service is fortnightly, and that of the Compagnie 


_Havraise Peninsulaire monthly. The new Norwegian line 


of ships, called the “Scandinavian Line of Hast Africa,” 
owned by Thor Thorson, and recently put on between 
Christiania and other European ports and Madagascar, 
also continues its service once every two months. But 
only one of these lines, the Compagnie Havraise Peninsu- 
laire, now issues bills of lading on New York; the Com- 
pagnie des Messageries Maritimes has suspended issuing 
bills of lading to all ports excepts Marseille, Havre, Bor- 
deaux and London. Freight rates on each of the French 
lines have been increased 20 per cent for outward ship- 
ments and 50 per cent on shipments from France to 
Madagascar. The former rate from French ports to 
Tamatave averaged about 70 francs ($13.51) per ton, and 
che rates to France averaged 53 francs ($10.23). The 
present freight rates by the Compagnie Havraise Penin- 
sulaire from Tamatave to New York are those to France 
plus 36 francs ($6.95) per ton, or an average of 89 francs 
($17.18) per ton. Vanilla shipped to France pays the 
exceptionally high rate of 360 francs ($69.48) per ton, and 
to New York an additional 36 francs ($6.95), or $76.43. 


The full tariff rates on each class of merchandise 
shipped from Madagascar to French and other European 
ports, not including the recent 20 per cent increase, will 
be found in the “Annuaire General de Madagascar et De- 
pendances,” for 1914 (pp. 472-473), on file at the Bureau 
of Foreign and Domestic Commerce. The new Norweyzian 
opposition line takes freight always at 10 per cent below 
those of the two French lines. 5 


Merchandise cannot be insured in Madagascar against 
war risks. This insurance, if possible, on goods between 
Madagascar and the United States should be taken out 
in the latter country. 


Port Elizabeth, South Africa. 


An addition to the head of the north jetty at Port 
Elizabeth is being built by the government harbor board 
under the supervision of the harbor engineer. It fits 
on the end of a jetty like a cap having an octagonal- 
shaped end, thus affording a sheltering wing. for. each. 
side of the jetty. Jetties are constructed of steel piling 
with heavy floors, and afford little or. no protection, but 
the extension now building will be sheathed with sheet 
steel piling, which will protect passengers landing in 
rough weather. , 

Very few vessels discharge cargo alongside the 
jetties in Port Elizabeth, and there are no docks. Pas- 
sengers are always transferred in the harbor tugs. The 
harbor engineer has furnished the following information 
concerning the work: Length of extension, 50 feet; 
greatest breadth, 160 feet; foundation piles, Phoenix col- 
umn section, 52 feet long; bracing channel iron, 12 by 
3% inches; outer facing, sheet steel piling to be driven 
8 or 9 feet into sandy bottom; flooring, corrugated steel 
finished with concrete and asphalt; time of construction, 
about six months; cost, $100,000. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 

i? Device or Method Mentioned in This Department 


FLOATING GRAIN ELEVATOR 


Something new in Philadelphia harbor equipment will 
go into commission when the new floating grain elevator 
“Commonwealth” is put into service. The new vessel, 
all steel in construction, is not only the largest, but the 
most modern and up-to-date in the harbor. It will prove 
a valuable addition to the facilities for elevating and 
transferring grain from barges to regular line steamers, 
the prompt loading and dispatch of which is one of the 
controlling factors in maintaining the relative position 








r 7 





NEW FLOATING GRAIN ELEVATOR ON THE DELAWARE 
RIVER. 


of the port of Philadelphia in the highly developed north 
Atlantic trade. 

The “Commonwealth” is 100 feet long with a 30-foot 
beam and has a depth of hold of 12% feet. The tower 
rises 84 feet above the water line and from this elevation 
can readily deliver grain to steamers of the largest type. 
Power is furnished by a 100-horsepower engine. There 
is an electric outfit adequate to furnish abundant light 
both inside and outside the elevator so as to facilitate 
night work when required. The appliances for weighing 
and cleaning are of approved character. An 80-inch fan 
is placed inside the tower and connected with a dust 
cyclone 12 feet in diameter outside the tower. The steel 
construction throughout makes the elevator practically 


fireproof and at the same time adds to its structural 
strength and durability. 

In the design and equipment every, effort has been 
made not only to satisfy present needs of the trade, but 
to anticipate the future. And, while looking chiefly to 
those features which pertain to the working efficiency 
and economical operation of the plant, accommodations 
are provided for the safety and comfort of the crew. 

As to the capacity, grain can be elevated, weighed, 
cleaned and delivered to ocean steamers at the rate of 
12,000 bushels per hour. 

The “Commonwealth” is owned and operated by the 
Philadelphia Harbor Transfer, which is engaged in the 
lighterage of grain, and in the lighterage of package 
freight in the Philadelphia harbor. 


CUBAN ALL-RAIL ROUTE ESTABLISHED. 

A fast freight service, to be known as the Cuban 
All-Rail Route, is announced, effective January 1. This 
service was authorized at a meeting of freight traffic rep- 
resentatives of several roads operating in the South re- 
cently at a meeting in Washington, and the scheme has 
been adopted by nine systems. The advantage of such 
a service lies in the fact that it dispenses with reloading 
into boats at Key West, the freight cars going across 
in steamers capable of handling thirty cars at a time. 
The railroads who have taken membership in the service 
are the Nashville, Chattanooga & St. Louis Railway, 
Florida East Coast Railway, Texas Pacific, Seaboard Air 
Line, Atlantic Coast Line and Georgia, Southern & Flor- 
ida Railway. Sufficient business has been booked for the 
initial trip. Offices have been established in St. Louis 
and at Havana. 


NEW ST. PAUL DEPOT 


The city of St. Paul seems to have won its protracted 
fight for a new union depot. At a meeting in Chicago 
December 10 by the directors of the St. Paul Union 
Depot Co., representing the nine trunk lines which have 
now common terminals in the Minnesota Capital City, the 
final plans for the new depot were arranged, according 
to an announcement by President Edmund Pennington 
of the Soo Line, also head of the Union Depot Co. The 
general plan contemplates the changing of the channel 
of the Mississippi River and the vacation of a number 
of streets, the widening of others and the general im- 
provement by the city of the approaches to the station 
site, which is the same as the one now occupied. 

The drawings and specifications will be ready for 
the public about January 1, according to Mr. Pennington. 
The total cost of the new station is estimated at $15,- 
000,000, this including the changing of the river channel, 
the enlarging of the freight and passenger terminals and 
other improvements needed. It is announced that the 
nine roads entering St. Paul will finance the deal without 
resorting to any public bond issue for that specific pur- 
pose. 

Before anything can be done the consent of -the fed- 
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Multiply the num- 
ber of tons by nine 
cents—the resulting 
Sum approximates 
the possible saving 
at your docks or 
terminals. 





Otis Inclined Dock Elevator Operating at 
Mystic Dock, B. & M. R. R., Boston, Mass. 


- 


It will be based on the saving actually made by a transportation company 
throughout four years of handling freight at one of their transfer points with the 


Otis Inclined Elevator 


In addition, this Company endorses the Inclined Elevator as a great conyenience, 
a great economizer of time and labor. 


When you can easily do so, why not find out for yourself by how many 
dollars this equipment can reduce your expense each day, each month, each year? 
It may prove a little less, or it may prove a little more, but if you multiply the num- 
ber of tons of freight handled at your dock or terminal during any given period by 
nine cents, your estimate of saving for that period will not be very far wrong. 


The Otis Inclined Elevator could cost much more than it does—to install, to 
operate—and still pay for its installation in a short time. 


Can you afford to continue losing every day nine cents per ton of freight? 
Get the figures before you to-day. Also write for Otis Inclined Elevator Booklet— 
illustrating and describing some of its numerous installations. 


Otis Elevator Company 


Eleventh Ave. and Twenty-sixth St., NEW YORK 
600 West Jackson Boulevard, CHICAGO 


Offices in All Principal Cities of the World 


As a Friend of THE eae WORLD, please Mention the paper In writing to advertisers. 
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eral government must be obtained to the changing of 
the river channel, and hearings will be held by the board 
of army engineers some time during the spring. The 
city council will also be asked to grant certain street 
vacations and to take other steps of a similar nature. 
President Pennington said that the hope of the company 
is that construction work can begin next fall. The work 
will probably take three years. 

The old Union Depot at St. Paul burned in October, 
1913, and since that time there has been a continuous 
agitation in the city for a new station. A citizens’ com- 
mittee was organized last summer and a _ petition 
bearing 42,000 names was presented to the depot directors. 
Despite the delay, President Pennington in his statement 
points out that plans for the St. Paul depot have been 
matured more speedily than those for any of the other 
large terminals in the West. 


POSTMASTER-GENERAL’S REPORT 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. OC. 


Advocates of government ownership and operation will 
find much material that will please them in the anntal 
report of Postmaster-General Burleson to the President. 
He recommends that Congress “seriously consider the 
question of declaring a government monopoly over all 
utilities for the public transmission of intelligence, and 
that steps be taken as soon as practicable to incorpo- 
rate into the postal service the telegraph and telephone 
systems of the country.” 

He recommends that the telegraph and telephone 
systems in Alaska, Porto Rico and the Hawaiian Islands, 
including the Alaskan cable now operated by the war 
department, -be immediately taken over and operated by 
the postoffice department, and he recommends that the 
space basis of compensating railroads for carrying the 
mails, as authorized in the Moon bill, which has passed 
the House and is pending in the Senate, be adopted in 
lieu of the weight basis. 

Mr. Burleson thinks well of what has been done by 
the parcel post, making no mention of the fact shown 
by the reports to the Interstate Commerce Commission 
that the net revenues of the express companies fell 
from $4,100,000 to about $400,000 during the year, and 
that there is a serious question as to whether or not the 
property of most of the express companies will become 
a loss through the losses incurred by reason of the par- 
cel post and the lowered express rates. Here are ex- 
traets from the report: 

Parcel Post. 











“Marvelous growth and development marks the re- 
cent history of the parcel post. Although in operation 
less than two years, this service has expanded from an 
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experimental facility of limited advantages into a uni 
versal transportation agency. * * * 

“There is every reason to believe that the Posta! 
Service is now handling more than 800,000,000 parcels 
annually. * * * 


“Careful investigation has shown that loss by dam 
age to parcels has been reduced to seven one-hundredths 
of 1 per cent on C. O,. D. and insured parcels, respect- 
ively. From actual. count it has been found that the 
damage loss to ordinary parcels while in the mails is 


‘ only one-tenth of 1 per cent of the entire number han- 


dled. Damage loss has been due to improper packing 
rather than to the method of handling. * * * 

“The rates of postage and weight limit prescribed 
in the oriignal parcel post act were not such as would 
move the potential traffic, and for that reason much 
business was lost to the parcel post. So, in accordance 
with the authority vested in the postmaster-general, the. 
consent of the Interstate Commerce Commission was 
requested for a material reduction in the rates and an 
increase in the weight limit from 11 to 20 pounds in the 
first and second zones. The request was granted, and 
this first increase of the original weight limit went into 
effect Aug. 15, 1913. 


“A brief experience with the new weights convinced 
the department of the necessity for still other increases 
in the weight limits and for reduction in rates. The In- 
terstate Comimerce Commission then consented to an 
extension of the weight limit to 50 pounds in the first 
and second zones and to 20 pounds in the remaining 
zones; also to reductions in the rates of postage in the 
third, fourth, fifth and sixth zones. These were put in 
effect on Jan. 1, 1914, and the parcel post at once became . 
available for the transportation of a vast quantity of 
merchandise formerly excluded, and was opened to farm 
products. 


“The latter change offered an opportunity to bring 
producer and consumer into closer touch. The department 
then believed and still believes that the parcel post in 
time will become an important factor in improving and 
cheapening the food supply of the great cities. Hence, on 
March 25, 1914, 12 of the larger postoffices were des- 
ignated for special test of a farm-to-city service. Farmers 
were invited to register their names and designate the 
commodities they desired to sell. Lists of farmers and 
of the articles each offered were then printed and dis- 
tributed in the cities by the carrier force. The results 
exceeded expectations; shipments of country products at 
the 12 offices so materially increased that now 18 addi- 
tional offices have been named for similar exploitation 
of the farm-to-city service. 

“The department’s preliminary experience warrants 
the conclusicm that direct shipment of food products that 
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are consumed substantially in the same form in which 
they are produced offers practical possibilities of reducing 
the cost_of living. The parcel post, in conjunction with THE 


the Rural Mail Service, provides the first adequate me- 
dium for such shipments. Considerable traffic has already 
been induced, but something remains to be done toward 
the fixation of prices and the standardization of products. 


Farmers who quote prices lower than the city market 





prices, as they should be able to do, gave an opportunity : an d the 

for profitable and convenient marketing by parcel post. ei inderwand 

City consumers who get in touch with this class of farm- AND a 

ers and impose reasonable requirements as to the grade ETS ; , } 
of products furnished them obtain better quality at slightly ‘y ry q ; 
lower prices. Rural shippers have only to adopt the J a... f | 
ethics and business policy characteristic of commercial = > } 
enterprise in order to start a fiow of traffic that will both 5 Al 

benefit the city purchaser and increase the profit of farm 2 one 

operations.” “ SF — Typifies 


INDICTMENT AT JACKSONVILLE. 

The federal grand jury at Jacksonville, Fla., has re- 
turned two indictments, in ten counts, against the Union 
Manufacturing Co. and J. T. Prince, its sales manager, 
on a charge of false billing. It is alleged they misrepre- 
sented the weight of shipments of lumber from Baden, 
Ga., to Greenville, Fla. There are no scales at either 
place, but under Southern Classification an estimated 
weight of five pounds per foot is used in arriving at the 
amount of the charges. It is alleged that the company 
and its sales manager made false statements as to the 
number of feet of lumber transported. Underwood Building, New York 
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In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 
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It will pay you to investigate this 
machine. Write for Bulletin TR 28, 
“The Revolvator.” 
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Unequaled for Writing Bills of Lading 
in Dup., Trip., Quad., or Quint. 


As a Time and Labor Saver 


Barker Roll-Paper Typewriter Attachment 


Eliminates Errors and Insures Quick Service. 


Use of attachments furnished with orders for stationery. 
Write for particulars. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc. 
Buffalo Storage & Carting Coe. 


BUFFALO, N. Y. 





If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Building 
ST. LOUIS . 1501 Wright Bullding 


Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 
U. 8S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Rallroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
Me Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only —_— facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 


CHICAGO 
Jos. Stockton Transfer Co. 


586 The Rookery Building 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 





, 


THERE IS ONLY ONE WAY 


360-356 Seneca St. “Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehouse Co., ine. 
LOUISVILLE, KY. 


amport ana export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
19th and Campbell Sts., Kansas City, Mo. 

Exclusively for Merchandise Sto Forwarding and 
Distribution. Guaranteed Service. west rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ness, free for the asking. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 








Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. . 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
601 SIXTEENTH. STREET. 


DISTRIBUTION OF POOL: CARS AND GENERAL 
WAREHOUSING. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. , 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 
G. W. SHELDON & CO., Chicago, New York, London, 

Liverpool, Paris, Havre, Boulogne-Sur- Mer. 
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